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Whitsun Holiday Traffic Working 
vans the Whitsuntide holiday the British railways 
ran more than 2,500 extra expresses and despatched 
nany of their main regular expresses in two or more parts. 
From Paddington to the We: t 125 long-distance trains ran 
on May 26 and 27; on Whitsun Day and Whitsun 
Monday day excursions on the G.W.R. covered 80,000 
miles. On the latter day the advertised ‘‘ Kiddies’ 
Excursion ’’ duly left Paddington for Weston-super-Mare 
with a complement of juvenile passengers, as described 
on page 918. Much activity prevailed, too, on the 
L.M.S.R., and 500 additional long-distance expresses were 


put on. The company’s excursions to Snowdonia, the 
Peak, and Edinburgh via the Waverley route, proved 


very popular. On the Friday before the holiday there 
was an average of one train every eight minutes from 
Eusten to the North between 3.45 p.m. and 6.15 p.m. 
There was a noticeable increase in the number of ramblers 
and sightseers carried from Euston to short distance des- 
tinations. The L.N.E.R. carried out its arrangements to 
run 1,200 extra trains over its system. Use was made of 
Marylebone as a starting point for night excursions to 
North-East Coast resorts. Many people took advantage of 
the cheap tickets te the Continent by the Harwich route. 
The heaviest traffic on the Southern Railway was found on 
the electrified lines to Eastbourne and Hastings, Brighton 
and Worthing, and Southsea and the Isle of Wight, but 
inland places were very popular—Richmond had 60,000 
visitors on Whitsun Monday. The new electrified line to 
Chessington, in Surrey, carried crowds going to the well- 
known zoo there. 
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Chinese Railway Position 

A useful review of the Chinese railway situation was 
given in the address by Mr. D. G. M. Bernard at the 
recent general meeting of the British-Chinese Corporation 
Limited. The Chinese Government is pressing forward 
new construction in areas under its control. With French 
interests it is building a railway from Lungchow, on the 
Indo-China border, to Nanning as a section of a railway 
from Hanoi, in Indo-China, to the Canton-Hankow Rail- 
way via Kweilin. Another railway which the Chinese 
are anxious to build is one of about 1,100 miles to connect 
the provinces of Yunnan and Szechuan with the railway 
from Yunnanfu to Haiphong in French Indo-China and 
the Burma Railways at Lashio. The Shanghai-Nanking 
and the Shanghai-Hangchow-Ningpo Railways, as shown 
by their reports for the year ended June 30, 1937, were 
in a very prosperous condition at, the time of the outbreak 
of hostilities. The Shanghai—Nanking and the Shanghai— 
Hangchow sections of the Ningpo line have now been 
operating normally for a considerable time under Japanese 
control, but the Japanese officials have persistently refused 
to allow the representatives of the bondholders to exercise 
any of their lawful rights in the management of the line 
or even to inspect it, and have appropriated the revenue 
which rightly belongs to the bondholders. On_ the 
Shanghai-Nanking the arrears of interest, &c., now amount 
to £1,392,000, and on the Shanghai-Hangchow-Ningpo 
Railway Completion loan the interest arrears are £66,000. 

* * * * 


The Week’s Traffics 

Whitsuntide long-distance holiday bookings make the 
passenger figures of the four group companies for the past 
week show up well against those for the 21st week of 1938, 
which was a normal period. As the first table also indi- 
cates, goods and coal receipts were higher. In comparison 
with the Whitsuntide week of 1938, passenger receipts were 
down £20,000, but merchandise and coal earnings were up 
£104,000 and £41,000 respectively. 

21st Week 





Year to date 


— 





Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 

: 3 : £ £ 9 
L.M.S.R. 198,000 + 26000 + 21,000 + 245,000 — 117,000 —6°47 
L.N.E.R. 78,000 + 18,000 + 17,000 + 113,000 — 310,000 —1-69 
G.W.R. ‘ 75,000 + 38,000 +- 16,000 + 129,000 112,000 +1-09 
S.R. ” 113,000 3,500 + 2,500 + 119,000 83,000 1-06 


This year’s Whitsuntide traffics are compared in the follow- 
ing table with earnings for an ordinary week in 1937:— 





2ist Week Year to date 
it : —_—_—— 
Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 

‘ h £ $ £ 3 % 
L.M.S.R. 163,000 — 21,000 — 24,000 + 118,000 — 587,000 —2-32 
L.N.E.R. + 61,000 — 23,000 — 25,000 + 13,000 — 505,000 —2-72 
G.W.R. + 64,000 + 20,000 — 8,000 + 76,000 13,000 0-13 
S.R. . + 89,000 4+- 2,000 — 7,000 + 84,000 — 8,000 —0-10 


Earnings of the four companies to date in comparison with 
the first 21 weeks of 1937 show decreases of £432,000 on 
the passenger side and of £970,500 in merchandise, but 
an increase of £315,500 in coal. 

* * * * 


Two Months’ Passenger Traffics 

Passenger train results for the first two months of 1939 
on railways other than those of London Transport are 
shown by the recently-issued Ministry of Transport statis- 
tics for February to. be £9,083,205, a decrease of 
£135,511 or 1:47 per cent. The season ticket receipts of 
£1,565,401 are up £2,130 or 0-14 per cent., but in the 
parcels receipts of £1,882,198 there is a decline of £45,435 
or 2:36 per cent. In the receipts from ordinary passen- 
gers which amounted to £5,635,606, a net decrease of 
£92,206 or 1-61 per cent. is shown, the fall being pro- 
portionally smaller than in the number of passengers, 
who were altogether 119,436,024, a net decrease of 
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4,341,302 or 3°51 per cent. Some improvement in Con- 
tinental traffic is indicated by the increase of £13,787 or 
11-84 per cent. in the second class receipts of the L.N.E.R. 
and Southern, which amounted together to £130,274. 
Total first class ordinary receipts reached £560,590, a 
decrease of £8,958 or 1:57 per cent., whereas the first 
class numbers of 2,129,895 were down by 110,388 or 
4:92 per cent. Again, although the 75,993,432 ordinary 
third class passengers were fewer by 4,475,398 or 5-56 
per cent., the corresponding receipts of £4,273,990 showed 
a decline of only £107,022 or 2:44 per cent. The Southern 
had a net increase of £5,138 in third class ordinary receipts 
in the two months, and the total workmen’s traffic was 
up 0-57 per cent. in numbers and 1:51 per cent. in 
receipts. 
% * * * 

Overseas Railway Traffics 

Within the last fortnight the Central Argentine Railway 
has reduced its traffic decrease from £108,677 to £47,591, 
and the Buenos Ayres & Pacific has changed a decrease 
of £3,041 into an increase of £7,070. Buenos Ayres 
Western figures are also well on the right side, and the 
Argentine North Eastern and the Entre Rios traffics are 
up £29,490 and £62,679 respectively for the 48 weeks of 
the financial year. The Great Western of Brazil has an 
increase of £47,900 to date. 


Ne f Weekly Inc. or Aggregate In 
Week Traffics Decrease Tratfi Decrease 
f f f f 

s & Pacifi ith 88,834 3,598 4,249,818 7,070 
s Great Souther: 48th 130,769 248 6,887,593 262,839 
res Western .. 48th 50,248 9,305 2,228,722 58,002 
ntine 48th 130,695 37,646 5,683,802 — 47,591 
20th 566,200 89,600 9,501,600 — 40,800 
& Central India 7th 265,050 6,375 1,325,325 — 51,075 





Ageregate gross earnings of the Canadian Pacific Railway 
for the first four months of 1939 amounted to £7,892,000, 
a decrease of £224,000, but in the net earnings of £476,200 
there was an improvement of £126,600. 


* + 4 * 


‘*Railways are Different ’’ 

From Harvard University comes a booklet both interes- 
ting and unusual in nature. It is intended to show that 
the buying of the commodity transportation—particularly 
railway transportation—is different from the buying of 
other kinds of commodity; the purchaser is necessarily 
brought closer to the heart of the organisation which 
provides him with the service for which he has paid. 
The booklet outlines what the traveller wants and how 
the railways endeavour to satisfy him. Questions of rail- 
way finance, economics, and working are debated. Indus- 
try is setting the pace—an ever-quicker one—for the 
railways, and has dictated standards which the railways 
are trying hastily to attain. Industries other than rail 
ways could, however, not afford to produce so much of a 
commodity and have so large a percentage thereof find 
no market; railways have, therefore, to go most care- 
fully into the problem of supply and demand. The pu 
chaser of the commodity they offer must be attracted. 

The public will freely patronise the service it likes and 
it will demand the service and equipment for which, in 
its own estimation at least, it pays.’’ 

+ * ok * 
The Derby Railway Centenary 

In the early days of British railway enterprise, Euston 
provided the only gateway to the north, and London & 
Birmingham Railway tracks were used as far as Rugby 
by both east and west coast routes to Scotland. The 
forerunner of the present East Coast route was, in fact, 
really the “‘ Midland and Eastern ’’ route developed under 
the egis of George Hudson, the ‘‘ Railway King.’’ Two 
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centenaries falling at this time are directing attention to 
the route, and it so happens that each is concerned with 
what has become a great railway centre. The one- 
hundredth anniversary of York as a railway town forms 
the subject of a leader on page 889 of this issue, and it 
is appropriate that mention should also be made of the 
almost-coincident opening which concerned Derby. ‘he 
three railways which in 1844 became the constituen f 
the old Midland Railway—the Midland Counties 
Birmingham & Derby Junction, and the North Midla 

all received their Acts of incorporation in 1836, and 
years later two of them were able to open sections of 
line. The first to begin revenue earning was the Midland 
Counties, for on May 30, 1839, that company’s line be- 
tween Derby and Nottingham via Trent Junction 5 
formally opened, and public traffic began on Jun 
It was not until July, 1840, however, that the compk 
of the Trent—Leicester—Rugby section made the Mid] 
Counties Railway a real main line. 


* * * * 


‘*Flat-Iron Flyer ”’ 

Streamlining is a much-argued subject, particularly as 
to whether it pays through a saving in locomotive effort 
or merely as a box-office attraction. It has now b 
discussed zsthetically by Mr. Lonsdale Hands, Manag 
Director of Design Unit Limited, in a recent lecture 
the Newcastle Publicity Club. Mr. Hands describ 
streamlining as ‘‘ a good dog with a bad name,’’ the bad 
name being the fault of misguided efforts to make every 
thing look ‘‘ in a hurry ’’ regardless of the principles of 
good design. While not disputing that a streamlined fo1 
Was appropriate to a train such as the Silver Jubile: 
the very essence of which is that it should be in a hurr 
Mr. Hands expressed the view that this was ‘a con 
promise in design, rather like an uncorrected proof.’’ |i 
is apparently nicknamed the “ Flat-Iron Flyer’’ in 
quarters where industrial designers congregate. Elsewher 
in his address Mr. Hands praised such objects as th 
modern refrigerator and the Post Office telephone becaus: 
they are not streamlined, an aping of this form being 
inappropriate to their static purpose. Let us hope that 
to the philosophical mind the Silver Jubilee justifies by its 
performance the tentative groping towards streamlining 
discernible in its appearance. 


* * * * 


Hard Words but Homely Thoughts 

There was a time when the British traveller was 
supposed to distinguish himself by loud criticism of what 
he observed abroad. Foreign railways, in earlier days, 
suffered somewhat in this respect, being the first objects 
to receive detailed attention. Nowadays there is a ten 
dency to swing the opposite way, and to try to exhibit 
a cosmopolitan outlook by scorning the home product. 
We lately heard one of these Jeremiah voices booming 
down the corridors of a British boat train, causing polite 
astonishment among the group of foreign visitors to whom 
the owner of the voice appeared to have appointed him 
self as guide. The carriages were the wrong shape (said 
the voice), and the train had left behind time. No account 
seemed to be taken of the fact that this was a relief por- 
tion, and had it not been put on the voice would have 
been left raising its lamentations to the unresponsive 
rafters of the customs shed. Yet what a change was 
observed as we reached London, and the voice softened 
as it announced the names of suburban stations to its 
audience. Looked at in print, some of those names may 
seem uncouth, but their syllables have the power of 
evoking in the Briton feelings too intense for concealment 
under a stratum of sophistication. 
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Activity on Tees-Side 
Tees-side blast furnaces are now working at their 
imum production level. To meet the heavy demand for 
sf consequent on the increased rearmament programme, 
furnaces are being put into blast. More petrolis being 
luced from coal at the I.C.I. hydrogenation plant, 
more mining timber is being sent to collieries, which 


benefiting from the increased industrial activity. All 
developments are welcomed by the L.N.E.R.; rail 
udings are up 15 per cent. as compared with the 
ige forwardings at the beginning of the year. From 
Newport Yard near Middlesbrough, which now handles 


I 
than 5,000 wagons a day, through goods trains are 


ing daily to such points as Woodford and Hinton, 
temoor, Mottram, and Carlisle. No cessation in this 
vity was experienced during the Whitsun holidays. 
main steelworks continued to work throughout the 
k-end, and railway operation also proceeded without 
ermission. Arrangements were made to run twenty-six 
ial goods trains on Whit-Sunday to all parts of the 
intry, and an intensive speed-up of work had to be 
ed early on the morning of the Bank Holiday in 

to clear the line for heavy excursion traffic. 

* * * * 


\ Crewe Landmark to Disappear 
\ lineside landmark of unusual interest, and one 
miliar to thousands of railway travellers, is the Crewe 
spension bridge, which connects Crewe station with the 
L.M.S.R. locomotive works. This bridge is shortly to 
demolished to make way for the reconstruction of Crewe 
North Junction signalbox, and it is expected that it will 
removed entirely by the end of the present month. 
[he bridge, known locally as ‘‘ the spider,’’ was built in 
1878 to convey stores from the works to the station. It 
720 ft. long and consists of a 220-ft. suspension span 
supported on lattice towers 45 ft. above rail level, and 
15 lattice-girder spans. The structure crosses a compli- 
ted network of lines, junctions, and tunnels just north 
f Crewe station, and formerly carried a narrow-gauge 
ick used only by a 23-ton locomotive called Tiny. This 
ngine and its two trailer wagons were formerly objects 
f great interest to travellers on the L.M.S.R. route from 
London to Liverpool, Manchester, Scotland, and Ireland, 
uit Tiny has been withdrawn from service for some years 
w, and the stores have since been conveyed over the 
standard-gauge lines beneath the bridge. Since then the 
bridge has been used until now as a footway for L.M.S.R. 
employees, and as a support for numerous cables, wires, 
ind so forth. The work of demolition, which involves 
the removal of 180 tons of ironwork and 750 cu. ft. of 
timber, is being carried out with a minimum of interference 
rail traffic. 


\ 


* * * * 

Development of French Power Signalling 

In the May issue of the Revie Générale des Chemins de 
fer Monsieur J. Walter, an article by whom on the re- 
signalling of the Caen—Cherbourg line appeared in ou 
issue of March 4, 1938, page 416, describes the evolution 
of the French route-lever electric power signal systems, the 
first of which was installed at Bordeaux on the then Midi 
Railway in 1903 and is still in use there. His article deals 
with the distinguishing features of the various systems and 
their fundamental principles, enabling their working to be 
classified and easily understood. The ingenuity that has 
been bestowed on the subject in France is truly remark- 
able, and the simplicity of some of the designs of equip- 
ment, contrary to what might be supposed, no less so. 
We have always found it difficult to understand why the 
beautiful idea on which the mechanical selection forms 
of route power frame were built never found its way to 
Great Britain. Notwithstanding the great amount of work 
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already done, further interesting developments are still 
appearing. An apparatus using the mechanical combiner 
principle and a 10-position route-handle is in service at 
the Noeux mines, a panel installation has been put in at 
Argenteuil, while for the re-signalling of Strasbourg station, 
where the mechanical frames are of rather an old type, 
modified MDM apparatus, allowing each handle to control 
four routes, is being constructed. 
* * * * 

An Interesting Cylinder Conversion 

The latest issue of that interesting publication Baldwin 
Locomotives contains particulars relating to the measures 
taken for renewing the cylinders of a large class of 4-6-2 
locomotives belonging to the Atlantic Coast Line. Origi- 
nally these engines were fitted with the conventional two- 
piece form of casting incorporating steamchests and cylin- 
ders together with the smokebox saddle, the two halves 
being bolted together on the vertical centre line. Owing 
to increased speeds in recent years and the greater loads 
taken at these speeds, weaknesses were revealed in the 
cylinder design, among them being the stretching of the 
saddle bolts and cracks in the castings. This trouble is 
attributed in part to the water conditions on the railway, 
and it became necessary to design a stronger and more 
dependable cylinder casting. This work was undertaken 
by the Baldwin Locomotive Works in conjunction with a 
subsidiary foundry company and a carefully planned one- 
piece cylinder casting has been produced which can be 
applied to any of the 245 locomotives comprising the class. 
The engines were onginally built with 25-in. by 28-in. 
cylinders, the boiler carrying a working steam pressure 
of 200 lb. per sq. in. These dimensions have been adhered 
to and the new one-piece castings are made of nickel-cast- 
iron, cast and machined complete. Originally the piston 
valves were 14-in. diameter but this has now been reduced 
to 12-in. In producing the new one-piece cylinders the 
stud locations for the steamchest covers have been ad- 
hered to in order to permit of re-using the existing cylin- 
der covers, thereby effecting an economy. 


As Others See Us 

lrain-timing, we feel, is an esoteric rite demanding 
peaceful, if not splendid, isolation. The latter being rarely 
attainable, we have ample opportunities for studying our 
co-voyageurs’ pagan reactions to what is seemingly an 
outlandish and incomprehensible occupation, A familiar 
type of silent critic is he who stares frostily, sniffs as 
though to exclaim ‘‘ What the blazes? and removes the 
hem of his garment far from possible defilement; another 
glances pityingly at us between perusals of literature or 
contemplations of landscape, and we subconsciously dread 
the surreptitious nudging of his neighbour and the baleful 
finger making contact with his forehead; a third, and in- 
sidious, specimen, evinces stupendous interest in the pro- 
ceedings, exemplified by queries such as: “‘ What are we 
doing—80? (when the train is negotiating a 30-m.p.h. 
slack); or: ‘‘ Does the driver also have to count the tele- 
graph-poles? The unkindest cut of all was recently 
inflicted by two gentlemen who sat glowering at us in 
the restaurant car, and in a furtive undertone started ex- 
changing sweet nothings on the delectable topic of para- 
noia. Their grim demeanour showed, beyond doubt, that 
we were deeply suspect, and that, in their eyes, certain 
1-mile posts fixed the spots for planting infernal machines, 
each stopwatch click signified an abstruse time-fuse calcula- 
tion, and our spasmodic notes were nothing more or less 
than code-messages to the head of the gang. In fact, 
our relief at reaching the terminus moderately sane in 
mind could have been equalled only by that of our two 
cheerful vis-a-vis at reaching it completely whole in body. 
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The “Square Deal”—The Next Step 


N May 24 the Minister of Transport announced in the 
House of Commons that the Government had decided 
to accept in principle the recommendations of the Trans- 
port Advisory Council in its report on the proposals of 
the main-line railway companies, and that, as the specific 
changes in the law which may be involved require careful 
consideration, it is intended to introduce appropriate legis- 
lation as soon as possible in the next session of Parlia- 
ment. While this announcement is welcomed by the rail- 
way companies, it is a little disappointing to find that, 
even assuming no international complications develop in 
the meantime, the necessary Bill will not be introduced 
until the late autumn. The recent substantial increase in 
railway receipts has given rise in some quarters to the 
impression that the railway companies no longer require 
relief from their various statutory obligations in the matter 
of their charging powers. It should, therefore, be pointed 
out that the aggregate railway receipts for the current 
year have not yet reached parity with the disastrously 
low level of last year. The increases have been attri- 
butable mainly to increased carryings of the heavier grades 
of merchandise, consequent upon the acceleration of the 
rearmament and National Defence programmes. When 
these pass their peak, the results of the attrition of the 
higher classes of merchandise by competitive forms of 
transport will, in the absence of any material improvement 
in general trade, become more apparent. It is essential, 
therefore, that no avoidable delay should occur in passing 
the necessary legislation so that the initial steps towards 
the co-ordination of transport services generally can be 
begun. 

Probably the most notable feature of the council’s re- 
port is the agreement which has been reached between 
the railways and the road transport interests, and it is 
no exaggeration to say that if this can be implemented in 
spirit as well as letter, the ultimate objective of the co- 
ordination of all forms of transport will be brought con- 
siderably nearer. With a view to facilitating co-operation 
between road and rail transport, both in regard to the 
general measure of co-ordination and in connection with 
matters more immediately affecting their own industries, 
the parties have agreed to the establishment of joint con- 
ferences to correlate the charges of the two means of trans- 
port. This will be carried out through the medium of a 
Central Consultative Committee, established voluntarily 
by the parties. As its immediate task, this committee is 
charged with the duty of considering and formulating the 
principles on which voluntary agreements in regard to rates 
for merchandise traffic can be entered into, but the 
machinery will also afford valuable opportunities for the 
free discussion of difficulties and for considering construc- 
tive measures affecting the two forms of transport. 

The spirit of co-operation which has succeeded that of 
competition is evidenced by the fact that the conference 
has already been established and is examining through the 
medium of sub-committees a number of important sub- 
jects affecting the conveyance of merchandise traffic. 
Incidentally, it may be added that the agreement also 
provides that, so far as competitive traffic is concerned, 
the right of the railways to make agreed charges and the 
present practice of the road haulage industry to make con- 
tract charges other than on a per-ton-per-mile basis will 
come under review immediately any approach to the re- 
lationship of rail and road rates is attempted. It will be 
clear that the evolution of a correlated road-rail rates struc- 
ture cannot be accomplished overnight, while it will re- 
quire some considerable time before the machinery of the 
various conferences which have to be set up with trading 
and other interests becomes fully operative. While, there- 


fore, it is possible that appreciable results may noi be 
secured immediately, the removal of many of the <iffi- 
culties which have hampered the railway companies in 
adopting ordinary commercial methods in connection with 
the quotation of rates should prove of considerable assis- 
tance to them in their efforts to meet the needs of +:.de 


and industry. 
. * * * * 


London Passenger Fares 


N May 24 the Railway Rates Tribunal issued a w 
judgment granting without reservation the app 
tions of the four main-line companies and the Lo n 

Passenger Transport Board to increase fares in the | 
don area by 5 per cent., and the companies have 
announced that the increases will begin to operate as from 
June 11. The main-line companies applied for an Or‘e1 
under Section 34 (1) of the London Passenger Transp 
Act, 1933, authorising a 5 per cent. increase in the fares 
now chargeable in respect of their London suburban 
senger services, while the board applied under Section 
29 (1) of the same Act for a similar order in respect of 
the railways within the London area jointly owned by 
them and the main-line companies, and for cert 
sections of the main-line companies’ routes over which 
the board’s trains operate. The public hearing opened 
on March 20 and lasted sixteen days, during which rep 
sentations were made on behalf of 67 objectors. 1 
alterations in fares which the parties desire to make « 
designed to obtain an additional gross revenue 
£1,179,000 per annum, of which £664,000 will be derived 
from the road and rail services of the board, and £515,000 
from additional originating receipts by the main-line cor 
panies. The board stated in evidence that it would | 
able, within its existing statutory maxima, to make i 
creases estimated to yield £659,000, and the authority 0! 
the tribunal was required only to give it power to secu: 
the balance of £5,000. In the case of the main-line con 
panies, it is estimated that the additional powers we 
not required in respect of £300,000, but that they coul 
not obtain the additional £215,000 without securing thi 
authority of the tribunal to increase the level of the 
standard fares. It is estimated that the increase otf 
£1,179,000 likely to result from the revision of the fares 
would yield to each of the parties to the pool additiona! 
net revenue as follows: L.P.T.B., £732,000 (62-1 pe! 
cent.); Southern Railway, £300,000 (25:5 per cent. 
L.N.E.R., £71,000 (6-0 per cent.); L.M.S.R., £60,000 
(5-1 per cent.), G.W.R., £16,000 (1:3 per cent.). 

On the point raised by certain objectors that the pro 
posed increases were against the public interest, the tri 
bunal remarks that it can find no warrant forthe contention 
that the public interest, in contradistinction to the financial 
interests of the board’s stockholders, is the paramount and 
primary need to which it must have regard, while in the 
case of the main-line companies it points out that th 
Railways Act, 1921, contains specific clauses which make 
it clear that the realisation of, or nearest practicabk 
approach to, the standard revenue is the object of that 
measure. The tribunal dismisses also the arguments that 
hardship or inadequate services and _ facilities afford 
eround for rejecting the applications. It finds no ground 
for the suggestion that the board has made more than 
adequate provision in respect of its renewal reserve, and 
is unable to accept the suggestion that any increase should 
not apply to the Southern Railway because its London 
suburban services are relatively more profitable than else- 
where. So far as the main-line companies are concerned, 
the tribunal finds that their net revenues are unduly low, 
that there has has been no lack of economy in manage- 
ment, that reductions of expenditure cannot be made 
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detrimental effect on the services, that there has 
. material increase in costs since the London Pas- 
Transport Act was passed in 1933, and that, in the 
e of circumstances justifying differential treatment, 
esirable that the fares within the London area should 
culated on the same basis as those outside the area, 
were increased by 5 per cent. as from October 1, 
19 Accordingly the tribunal finds that if the applica- 
; granted, the fares inside and outside the London 
vill be on the same basis, additional revenue will be 
‘d from passengers travelling wholly within the area, 
1e gross receipts of the pool and the net revenue of 
of the amalgamated companies will be greater than 
increase is not made. 
the case of the board the tribunal finds that the duty 
| upon the board by Section 3 (4) of the Act includes 
ity to increase its fares if its revenues are not 
ient to defray the charges specified in Section 46 (1); 
if the board has no power to make the increase itself, 
its duty to apply to the tribunal; that if the tribunal 
itisfied that the proposed increase in fares is the only 
st means of enabling the board to obtain additional 
nues to defray the charges in question, it is the duty 
ie tribunal to empower the board to make the desired 
eases. The tmbunal finds, moreover, that the altera- 
s which the board desires to make would produce 
terial additional revenue and, coupled with the altera- 
on the main lines, may reasonably be expected to 
ease the gross receipts of the London Passenger Trans- 
Pool to the extent necessary to enable it, on the 
s of present traffics and prices, to defray the charges 
itioned in Section 46 (1) and to establish the reserve 
id referred to in Section 42 of the Act. In these cir- 
nstances the tribunal found that the applications should 
granted. It may be added that, in adjusting existing 
omalies, a substantial number of fares will be reduced 
| a large number remain unaltered, so that the pro- 
sed increase will not apply generally to all fares. In 
case of the board’s road fares, adjustments of cheap 
res and unduly long stages will be made. 


* * * * 
The Railway Centenary of York 


a EN ina year of many important railway centenaries, 
_ the one-hundredth anniversary of the completion of 
iulway communication between Leeds and York is of 
special interest by reason of the fact that it marks one 
4 the earliest stages of that tortuous diplomacy and nego- 
tiation by which George Hudson obtained control of so 
uch railway development in the North of England and 
exerted so wide an influence on railway geography. The 
struction and opening of the York and Leeds railway 
is a victory for Hudson’s policy of making York the 
ivotal centre of the East Coast route from London to 
scotland, as against Leeds, which was favoured by several 
nfluential bodies in the West Riding and by the London 
ommittee of the North Midland Railway. A plan for 
-xtending the North Midland line to Newcastle by way ot 
Leeds had gained much support, including that of the 
Leeds Mercury, which exerted a strong lead on public 
pinion at that time. It was pointed out that more public 
enefit would accrue from a Leeds to Newcastle line than 
‘rom one from York to Newcastle. Hudson, still some 
ears from his apotheosis as the ‘‘ Railway King,’’ had 
letermined otherwise, however, and already he had de- 
veloped that remarkable technique in secret negotiation 
vhich ultimately made him the most powerful figure in 
he railway world. 
A provisional committee set up by the Stockton & Dar- 


‘ington Railway favoured the York connection as opposed 
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to the Leeds route, though the latter town was to be con- 
nected with the S. & D.R. by a branch line. It was 
the final decision of the promoters of the Great North 
of England Railway to make York (and not Leeds) the 
main connection of the line from Newcastle and Darlington, 
which led to the construction of the connecting line from 
York to the new North Midland Railway. This gave York 
its ultimate importance in the railway world and created 
the subsequent tradition of the capital of the county as 
one of the great pioneers in railway development, although 
Leeds had been in possession of a railway some years 
before York came into the picture. The formation of the 
North Midland Railway Company was followed immedi- 
ately by the promotion of the York & North Midland 
concern, which was Hudson’s reply to the advocates of 
the Leeds—Newcastle project. Backed up by the Darling- 
ton group the York enthusiasts, in 1835, set to work to 
carry out their scheme for a York—Leeds line which they 
had first canvassed two years earlier, when three suggested 
routes were considered. One of them had been surveyed 
by Rennie, though not adopted; this was by way of Tad- 
caster and Aberford to Garforth, where a junction was to 
be given with the Leeds and Selby line. Another was 
by Thorp Aich and Tadcaster. The third was to effect 
a junction with the North Midland at South Milford and 
thus join the route to London, through the industrial area 
served by the existing lines, which were soon to be linked 
together by the proposed North Midland and Midland 
Counties Railways. Scarcely had the new company been 
formed than George Stephenson was appointed Engineer 
and he sent his assistant, Swanwick, who surveyed the 
route via Bolton Percy and Church Fenton to Milford. 
Originally there were four short branches to connect with 
the Leeds & Selby line; it was not till a few years later, 
however, that a small loop was made to join the Leeds— 
Selby line. 

The work of building the York line was pushed on 
rapidly and it was completed in May, 1839. The formal 
opening from York to a junction at South Milford with 
the Leeds & Selby Railway took place on May 29, exactly 
one hundred years ago, and this was an occasion of great 
rejoicing. In the words of a local newspaper, the event 
was celebrated ‘‘ with becoming public spirit,’’ a quality 
which seems to have marked the inauguration of all Hud- 
son’s enterprises. George Hudson was not only Chairman 
of the York & North Midland Railway, but was also 
Lord Mayor of York, a circumstance which ensured 
abundant and enthusiastic civic recognition. A break- 
fast, provided in the Guildhall at the expense of the com- 
pany, opened the proceedings, and the guests included the 
city fathers, the officers of the 7th Hussars, the clergy, 
the magistrates, and everybody whose official position 
might add to the importance of the occasion. They 
walked in procession to the new temporary station, built 
on what is virtually the site of the locomotive museum 
of the L.N.E.R., as shown in the illustration on page 914. 
The ‘‘ Old”’ station just inside the city walls, which was 
built in Friar’s Gardens for the joint use of the Y. & 
N.M.R. and the Great North of England Railway, was 
not erected till 1841. For the opening ceremony a train 
of ten carriages—five firsts, two seconds, and three thirds 
—tleft York at 1.6 p.m. and made the journey to South 
Milford, 14} miles away, in 36 min., or at the rate of 
about 24 m.p.h. The train was hauled by the locomotive 
Lowther, so named in recognition of the assistance which 
the Member of Parliament of that name had given to the 
passage of the Bill when it came before the House of 
Commons. A second engine, appropriately bearing the 
name York and Leeds, propelled at the rear. Both loco- 
motives were the product of Robert Stephenson & Co. 
After a two-hour stay at South Milford, the return journey 
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was made in 41 min., and was followed on arrival at York 
by the inevitable dinner, at which George Hudson pre- 
sided over a gathering of some 200 distinguished guests. 
His far-reaching plans and influence were again clearly 
visible, when, three years later, the first passenger train 
on the Great North of England line arrived at York from 
Darlington, and the route between the two capitals of 


England and Scotland had definitely taken the York align- 
ment so far as the East Coast was concerned. It con- 
tinued via the old York & North Midland route till 187]. 


when the direct line from Doncaster to York was opened, 
Meanwhile, the short route from York to Leeds by way 
of Church Fenton and Micklefield, eliminating the it] 


Milford loop, had been opened in 1863. 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Railways at the World’s Fair 
Eastern Presidents’ Conference, 
Committee on Public Relations, 
143, Liberty Street, 
New York City 
May 19, 1939 


lo THE Eprror or THE RatLway GAZETTI 


SIR I want to thank you for the May 5 issue of THI 


Raitway Gazette, and for the splendid story which you 
carry on the railroad exhibit at the New York World’s Fair, 
1939 I can assure you that the Eastern roads are grateful 
for your generous co-operation, and for the many courtesies 


which you extend to this office 
Cordially yours, 
J. M. FITZGERALD 


Tasmanian Enterprise 


[The Hermitage, 
Marina 
Lagos, Nigeria 
May, 1939 


To THE Epiror or THE RAILWAy GAZETTE 


SIR Your editorial comment of April 21 upon the intro 
duction on the Tasmanian Railways of an up-to-date pas 


er train having a streamlined locomotive, seems unduly 
ever A major issue facing railways of a colonial nature, 
operating over difficult track at necessarily moderate speeds, 
is the use of private motorcars between business centres up 
to 150 miles apart It has been noticeable that this problem 
iso prevails in Tasmania [he problem is to get these 
passengers back to rail and to attract others. This is largely 
a matter of superior comfort, allied with travel at as high 
in average speed as the track allows and with the provision 
of trains having an attractive appearance and construction 
is far removed as possible from pre-modern standards. The 
advertising value of such trains is verv great. 


On railways of colonial type, maximum speeds have to be 
kept low; the solution being to provide locomotives capable 
of hauling trains o 


necessary capacity at an average speed 


which is as near as practicable to the maximum allowed. 


Ihe streamlined locomotive has come to stay It is not 
lone a matter of being able to save 100 h.p. at 80 m.p.h., 
but of giving any train that ‘“‘ slick’? appearance which 
modern standards demand. It is quite possible that in years 


to come no locomotives will be built which are not shrouded 
ind that the familiar appearance cf an engine with a squat 
smokestack, putting out its chest and consciously getting 
down to the job, will be displaced by the disdainful puff of 
the streamliner. 

fhe othcr Tasmanian innovation, a railcar with buffet 
trailer, seems likely to set a fashion. People will not 
willingly undertake the strain and cramped position of 
motorcar travel between two business centres 100 or so miles 
apart, if they can travel at ease in an observation railcar 
and obtain simple refreshments en route. I suggest that the 


Commissioner is to be congratulated on dispensing wit t 
worn standards and on taking the long-range view. 
I am, Sir, 


Yours faithfully, 
G. V. O. BULK! 


Director of Transport in the Government 


Our comments on the streamlined Tasmanian train: 
not intended to disparage modernity, but merely to i 
whether streamlining was the best means of exp 


modernity in this instance Without it, an engine ma till 
look abreast of the times, as witness the five non-streat | 
examples of the L.M.S.R. ‘‘ Duchess ”’ series Pacitics h 
some may prefer to their streamlined sisters; or the Robi n 
lecomotives of the former Great Central Railway, sor rf 
which were considered quite sensationally moderi 

appearance when first introduced. Allied to an engin: 


required to average more than 45 m.p.h., it may bi 
tended that streamlining docs itself an injustice by sug 


ing that it is an artistic ‘“‘ stunt,’’ so causing even tt 
where it has shown its worth, to be mentally classifi 
the same category.—Epb. R.G.} 


The First Passenger Railway 


London, May 2; 
To THE Epiror oF THE Rai_tway GAZETTE 

Sir,—I read with interest the editorial reference on pag 
846 of your May 26 issue to the loss of passenger tratix 
which is being experienced by the Swansea & Mumbles R 
way, especially as this line seems to have been the first 
the world to carry a regular passenger service. The earliest 
reference to this is in Nicholas Carlisle's Topographi 
Dictionary of Wales ’’ (1811) which reads as follows 

\ Rail-way has been carried within the last three yea 
from Swansea to the Mumbles along the Sea shore; by whi 
Coals and Manure are brought down, and Limestone is tak« 
back. A car, upon Tram wheels, and carrying about 16 
18 persons, goes and returns twice every day, during t 
summer, down to the Mumbles; each passenger paying 
shilling fare: it is convenient for Sea-faring people and 
others, and the Proprietor amply repays himself; who has 
permission from the Rail-road Company to run this 
upon paying a small sum annually.’’ 

Two years later a local publication entitled ‘‘ A Descrij 
tion of Swansea and its Environs ’’ (first edition, 1813) savs 
that the vehicle was a 16-seat carriage somewhat resembling 
the long coaches near the metropolis, and adds that “‘ many 
pleasant parties are formed by this conveyance, and by taking 
the first that goes down in the morning, and returning with 
the latest in the evening, much of the beautiful marine 
scenery may be seen within a few miles, for the small expenc: 
of two shillings each person.’’ Thus excursion traffic also 
seems to have originated on this small South Wales railway 

Incidentally, can any of your readers supply the date 
this interesting railway was opened? The year 1807 has 
often been stated, but there does not appear to be any 
contemporary confirmation. 

Yours faithfully, 
PRAXITELES 
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PUBLICATIONS RECEIVED 


(London and 
Record of 


Stock Exchanges 
Provincial) Ten-Year 


Prices and Dividends: 1929 to 
1938 inclusive. Thirty-first issue. 
Lo n: Fredc. C. Mathieson & Sons, 
16, Copthall Avenue, E.C.2. 103 in. 


71 lin. 590 pp. Price 20s. net. 
. iture of this book, and one which 
cially valuable to sur-tax payers 
ose who are entitled to income 


ta lief, is that, except in the mining 
, every variable dividend is 
or lly set out and the approximate 
til f payment; the dividends are 

located to the financial years of 
t] tterent companies which not only 

ut are altered from time to time. 
\ includes transactions in the less- 


shares which are 
principal stock 

nges, as well as_ those officially 

( ed on the London Stock Exchange, 


k stocks and 
( d only on the 


it a necessary supplement to the 
Stock Exchange Official Yearbook. 
I compilers have also done good 


service in preventing holders from 
misled by the practice of some 
ympanies, which used to declare the 
il dividends per share, of declaring 
lividends per cent. These com- 

ies do not mean per cent. per 
im but the actual dividend per £100. 
cases the word ‘‘act’”’ for 

tual has been put after the month 
en it is approximately paid, but 
ere there is no ‘‘act’”’ it means at 
rate per cent. per annum, which is 
way many companies declare the 


these 


dend. ‘The fall in prices for most 
irities in 1938 was principally due 
to the political situation, but in the case 


iome railways it was aggravated by 
e passing of interim dividends, and 
th South American railways by the 
sing burden of exchange restric- 


cre% 


A Statutory History of the Steam 
and Electric Railways of Canada, 
1836-1937. Compiled by Robert Dor- 
nan. Ottawa: Department of Trans- 
rt. 10 in. by 6? in. by 1} in. 765 pp. 
rice $3.00 net.—So far as we are aware, 
the present volume breaks entirely new 
und in the sphere of government 
iblications It begins with a brief 
ummary of Canadian railway history 
nd then sets out the various Acts of 
egislation affecting every Canadian 
railway company. The method of 
irrangement is primarily alphabetical 
inder the first word of the corporate 
title of the respective railways, and 
idequate cross-referencing enables any 
indertaking that has changed its name 
to be traced through the volume. The 
particulars given are first the regnal 
ear and chapter number of an Act, 
ind the legislative assembly (such as 
federal or Provincial) through which it 
as passed. Then follows a synopsis 
1 the contents of the Act, and, in the 
ist column, the calendar year in which 
it was passed. Subsequent sections list 
he powers of the Department of Rail- 


s 


ways and Canals, the Department of 
Marine and its services, the Department 
of Transport, and the Board of Railway 
Commissioners. Then is given a table 
setting out the general legislation affect- 
ing the railways of Canada, and finally 
a series of comprehensive indexes. 
Naturally, this book is in essence a work 
of reference, and, bearing in mind the 
enormous amount of research involved 
in its compilation, the price of three 
dollars is particularly modest. 


Liedjes van de Rails (Little Songs 
of the Rails). By Melis Stoke. Utrecht, 
April, 1939: Reprinted from Spoor- en 
T'vramwegen, with a foreword by the 
Editor, S. A. Reitsma. 8} in. x 6} in. 
58 pages. Price 90 cents.—This neatly 
printed booklet contains 55 poems by 
Mr. Melis Stoke, a frequent contributor 
to the press in Holland, covering railway 
life and scenes under such titles as ‘‘ The 


Level Crossing Gateman,’’ ‘‘ The Fellows 
on the Coal Stage,’ “ International 
Coaches,” ‘‘ Way and Works,”’ “‘ On the 
Engine,” ‘‘ Signalmen,”’ ‘‘ Talks in the 


“Lovers and Honeymoon 
Couples,’ ‘“‘ Holiday Time,’ and so on, 
in which the author has caught the 
spirit of his subject in a singularly happy 
manner. 


Train,’ 


Locomotive Drawings. By F. C. 
Hambleton, L. Ward, J. N. Maskelyne, 
J.C. Cosgrave, G. F. Bird, R. C. Menzies, 
and others. Published by the authority 
of the Stephenson Locomotive Society 
and obtainable from F. H. Smith, 
Honorary Treasurer, 159, Davidson 
Road, Croydon, Surrey 6 in. 10 in. 
61 pp. Paper covers. Price 2s. 3d., 
post free.—When the locomotive-lover 
is also an artist, he can communicate 
even more of his enthusiasm to others 
than the railway photographer, for his 
own pleasure of execution is reflected 
in the beholder of his drawings as 
admiration for craftsmanship. It is as 
examples of craftsmanship in presenting 
the externals of historic or familiar 
engines that these collected drawings 
are now published. Being selected from 
assorted work appearing in the monthly 
journal of the Stephenson Locomotive 
Society and elsewhere, they are not toa 
uniform scale and indeed this gives 
some pages in the book an odd appear- 
ance at first glance. We see, for example, 
an L.N.E.R. ‘“‘ Green Arrow ’’ in juxta- 
position to a G.N. Atlantic, its boiler 
centre-line approximately at the level 
of the tops of the splashers of the 
4-4-2. All pictures are broadsides. 
The selection of types and periods is 
wide, ranging from the antique and 
long-defunct to the modern. Con- 
stituents of all four groups are repre- 
sented, and each of the present main 
lines except the G.W.R. has a few of its 
present standard main-line classes. Four 
pages to the G.W.R. may seem a small 
allowance in proportion to what is 
allotted to other companies, but it 
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has to be remembered that the drawings 
were selected from what was already 
available as published work and not 
specially commissioned to give a repre- 
sentative survey. 

The book, being intended for loco- 
motive enthusiasts, makes some de- 
mands upon the user’s railway erudition. 
No captions are provided, or key 
numbers referring to the index. The 
purpose of the latter is to give references 
to sources of information regarding the 
engines represented, rather than to facili- 
tate finding a desired type in the 
book. Pre-grouping engines are shown 
in the styles of their first appearance, 
so the book will be useful to model- 
makers wishing to recapture a past 
obscured by rebuilding and standardisa- 
tion. 


Speeding North with the Royal 
Scot. By Driver L. A. Earl, in colla- 
boration with H. N. Greenleaf. London : 
Oxford University Press, Amen House, 
E.C.4. 8} in. 53 in. lin. 143 pp. 

appendix. Illustrated. Price 3s. 6d. 
net.—This book is a record of the 
working of a famous express and at the 
same time an autobiography of its 
driver, who describes how he came to be 
a railwayman on the L.N.W.R. and rose 
to be a top-link man. We make friends 
with him and his fireman, Tom, and 
are introduced to Mac and Jock, their 
Scottish counterparts, who are respon- 
sible for the working of the Royal Scot 
on its run through Scottish territory 
from Carlisle to Glasgow Central. The 
description of the journey from Euston 
to Carlisle, and the account of the 
enginemen’s work during the 2993 miles, 
are well done. Driver Earl is a lover 
of speed, however manifested ; he has 
flown over a thousand miles, and been 
round the track at Brooklands with a 
famous racing motorist. He is very 
interesting when he describes a two-hour 
flight he made from Carlisle airport with 
a well-known pilot. In another chapter 
Driver Earl gives ‘“‘a railway talk,” 
mostly about the locomotive and those 
who man_ her. “In the Hostel ”’ 
describes one of the welcome lodgings 
that await the driver and fireman at 
the end of the run. In the back of this 
entertaining book is a guide to the route 
from Euston to Carlisle, showing the 
various landmarks to be observed on 
each side of the line. 


Ventilating and Air-Conditioning. 
—The Sturtevant Engineering Co. Ltd. 
has published an illustrated general 
catalogue of equipment for large-scale 
ventilating and heating on public and 
industrial premises, air-conditioning of 
buildings, dust or refuse collecting, and 
other purposes. In addition to the 
foregoing applications, in which the 
well-known Sturtevant types of heavy- 
duty fans are used, there is a descrip- 
tion of the company’s pneumatic tube 
system for the transmission of messages 
and small objects. Reference is made 
in the catalogue to the crushing, grind- 
ing, and screening equipment, which is 
another department of Sturtevant 
activities. 





BUS QUEUE BREAKER NO. 1 FINED 

The first queue-breaker to be pro- 
ceeded against since the bye-law which 
says people must line up at bus stops 
came into force, Thomas William 
McNeice, aged 27, of Portland Street, 
Walworth, was fined 10s. and 10s. 
Tower Bridge court this 
afternoon. He was accused of :— 

Attempting to enter a vehicle except 
in the order determined by his position 
in a line or queue at Waterloo Road on 
April 10, contrary to a bye-law of the 
Transport Board. 

Mr. W. B. Frampton, prosecuting, 
said some 70 people were queuing at 
a bus stop in Waterloo Road when 
McNeice, who had not been in the 
queue jumped on a bus as it was com- 


costs at 


ing along. 

An inspector in uniform appealed to 
his sense of fair play, asking him to 
take his turn, but McNeice said, ‘‘ Get 
out of my way,’’ and pushed his way 
past on to the top deck. 

Mr. Bernard Campion (the magis- 
trate): Quite apart from the bye-law 
this conduct is likely to cause a breach 
of the peace, if everybody did this kind 
of thing. 

‘‘ This is the first prosecution under 
the bye-law so I shall not make the 
penalty too heavy,’’ added Mr. Cam 
pion. ‘‘ But I hope other people will 
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take this as a warning and not do this 
kind of thing.’’—From ‘‘ The Star.’’ 
* *% * 

In the Croydon train a mild-looking 
little man sat sandwiched between two 
of the biggest passengers the Southern 
Railway can ever have carried. There 
was no vacant seat in the compartment. 
Just before the train left London Bridge 
a girl entered and stood by the window. 
The little man addressed her. ‘‘ If you 
give me a help out, miss,’’ he said, 
“you can have my half-seat.’’—From 
** The Star.”’ 

* * *% 
A TIMETABLE COVER DESIGN 

In the competitive section at the 
recent annual exhibition of the Adver- 
tising Club of Birmingham, there was 
a class for a railway timetable cover 
design. Five entries were received, 
from which we reproduce herewith 
the winning cover. It is the work of 
Mr. C. A. Page, a member of the club, 
who is employed by the Hart Adver- 
tising Service, Birmingham, a firm 
specialising in technical work. An- 
other design by Mr. Page was awarded 
second place in the competition. The 
merit of Mr. Page’s winning entry lies 
in the clarity with which it expresses 
the idea of a timetable, even if the 
lettering i; >: our 9f c on 





























not only does the compositior 
which this is achieved show origin- 
ality, but the execution is merit 


* * * 


Of the veteran driver of the 
train from Montreal to Ottawa, G: 
Moulds, it is recorded that during 
whole of his service with the Canad 
Pacific Railway, extending almost to 
50 vears he has never had an accident 








One Hundred Years Ago 


Extracts from the June, 1839, issue of “* The Railway Magazine” 
(afterwards “* Herapath’s Railway Journal”) and the oldest constituent of 
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The following are extracts from the 
First Report of the Select Committee 
on Railways: 

LONDON & BIRMINGHAM RaILway.— 
[They took the goods of Golby first, 
then of Pickford & Co., and lastly of 
Bache & Co. They would admit any 
others but had not the means. Their 
Act prevents partiality; they must 
carry the goods of all if they have the 
power, but they may restrict that 
power, select any carrier as their sole 
agent, and, as the law stands, there is 
no remedy against them. Other com- 
panics can put locomotives on their 
line by paying a toll, but they can 
refuse them coke, water, the use of 
their stations, and fixed engine, turn 
plates, and any assistance from their 
servants, unless they come to terms 
with the company. ... In 1834, a 
locomotive cost £900; in 1836, £1,120; 
in 1838, £1,200; in 1839, £1,250; and 
rising. um 
home and 


the price is still 
attributed to the great 
foreign demand. 

GRAND JUNCTION Rattway.—The 
line is 83 miles and 14 on the Liver- 
pool & Manchester, or 97. The main- 


tenance of way, including fences, has 
been let at £250 per mile per annum, 
and the contractor was anxious, in 





case of his death, to secure the trans- 
fer of it to other parties, expecting 
the expenses would diminish. The 
contractor does not limit them as to 
speed but as to weight; the present 
engines are 13 tons—much _ heavier 
must not be put on. 

Midland Counties Railway.—The 
portion of this line from Nottingham 
to Derby opens on June 4. ... The 
part of this line which connects the 
towns of Nottingham and Derby is 154 
miles in length. The district is 
generally favourable for railway opera- 
tions, especially for several miles from 
Nottingham. The total quantity of 
earthwork upon it is 545,000 cubic 
yards, the deepest cutting being 30 ft., 
and the highest embankment under 
20 ft.; a great portion of the line is 
embanked, in one part for 3 miles 
continuously, which has imade_ the 
operation of forming somewhat tedious. 
The ground was first broken on May 
23, 1837. . 


laff Vale Railway.—It is with 
pleasure we announce the completion 
of the Ynys Coed tunnel, near Nanty- 
garw, which took place at eleven 
o'clock, on Friday, April 26. The 








works have been executed under 
superintendence of Mr. Richards 
surveyor to the contractors, and M: 





Emett for George Bush, Esq., the et 
neer to the company. It is worthy of 
remark, the last length or meetin 
12 ft. 6 in., was completed in ninety 
seven hours.—Merthyr Guardian 


Aylesbury Railway.—This railw 
will be opened on June 11. 


Share Statistics —In the Birming 
ham Railway there were in 1837, about 
151 persons holding single shares; 279 
holding 5 each; 246 holding 10; 83 hold 
ing 20; 42 holding 30; 21 holding 40 
20 holding 50; 7 holding 60; 5 holding 
70; and 4 holding 80. Certain num 
bers appear to be much greater 
favourites with holders than others; as, 
for example, there were 83 holding 20 
to 63, holding 15 each; 21 holding 40 
to 9, holding only 35; 20 holding 50 
to 6, holding 45; 7 holding 60 to | 
holding 55, &c. In making, therefore 
inquiry into the proportion of railway 
holders, the favourite numbers only 
ought to be used. Some are immensé 
holders in the concern; as, for instanc« 
one gentleman, a merchant of Liver 
pool, held 800 whole, and 800 quarter 
shares, and another, a merchant of 
Manchester, 900 of each. Had interest 
been allowed, the number of small 
holders would have been vastly 
greater. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


INDIA 


Air-Conditioning on the N.W.R.- 


a result of the experimental run- 
ni yf the air-conditioned coach, bor- 


rowed from the Bombay, Baroda & 
Central India Railway, on_ the 
Lahore—Karachi mail trains of the 
North Western system, it has been 
decided that, as heating in cold 


weather is not essential even in the 
Punjab and Sind, the B.B. & C.I.R. 
‘ straightice ’’ system of air-condition- 
ing is quite suitable for the North 
Western Railway. This decision, it is 
stated, has been influenced by the fact 
that the “‘ straightice ’’ system is the 
cheapest, most reliable, and least com- 
plicated. 

' The question of running regular air- 
conditioned services both between 
Lahore and Karachi and _ between 
Delhi, Lahore, and Peshawar is, there 
fore, under consideration, and it is ex- 
pected that initial services will be run- 
ning by February next. Daily services 
each way on both routes will entail 
the use of seven cars, and these have 
now been sanctioned; they will be 
built in India, and, as they will run 
through some of the hottest parts of it, 


ire sure of success. 


Railway Budget Estimates : 
B.5.&C.1R. 

In the revised budget for 1938-39, the 
operating ratio of the Bombay, Baroda 
« Central India Railway, including de 
preciation, has been reckoned at 58-6 
ivgainst 57-7 in the accounts for 1937-38 
For the year 1939-40, this figure is 
placed at 58-3. The operating ratio, ex 
cluding depreciation, for 1937-38 (actual), 
1938-39 (revised), and 1939-40 (esti- 
mate) was or is 47°9, 48-7, and 48-6 
respectively. 

According to the revised figures, the 
gross receipts for 1938-39 are expected 
to be Rs. 144 lakhs lower than in the 
previous year due largely to a fall in 
goods earnings. The deficit in this re- 
spect, however, is compensated to a 
small extent by an increase in the earn- 
ings from third class passengers, attri 
butable to the issue of zone tickets and 
other concessions. The total working 
expenses are revised to a figure about 
Rs. 8 lakhs higher than that for 
1937-38, owing mostly to the provision 
made for the payment of gratuities to 
the surplus staff of the Ajmer work- 
shops in connection with the scheme of 
voluntary retirement. 

Allowing for an additional day in 
February, 1940, the budget for 1939-40 
estimates gross earnings at Rs. 5 lakhs 
in excess of the figure for 1938-39. The 
working expenses are expected to re- 
main unchanged. The rolling stock 
programme which is valued at Rs. 72-41 
lakhs, relates mostly to carriages and 
wagons, and in the works programme 


totalling Rs. 45 lakhs heavy track re- 
newals are allowed for. 


GiIPR. 

The operating ratio of the G.I.P.R., 
including depreciation, which stood at 
66-1 in the accounts for 1937-38, is re- 
vised to 66-2 for 1938-39 and is esti- 
mated at 64:9 for 1939-40. The corre- 
sponding figures excluding depreciation, 
are 52-1, 52-3, and 51-1 respectively. 
Due largely to an increase in goods 
traffic, the total gross receipts for 1938- 
39 are expected to exceed the figures 
for the previous year by about Rs. 10 
lakhs. Working expenses are also likely 
to be Rs. 7? lakhs higher in the revised 
estimates. 

For the year 1939-40, the gross re- 
ceipts have been placed at Rs. 20 lakhs 
higher than in 1938-39. It is expected 
that a continued adjustment of train 
services to meet public requirements 
will attract more passengers. Better 
movement of goods is also anticipated. 
The working expenses are estimated to 
be about Rs. 6 lakhs lower, owing 
mainly to anticipated reduction in the 
price of coal and in the consumption cf 
electricity. 


M. & S.M.R. 

The operating ratio of the M. & 
S.M.R., including depreciation, was 
65-0 in 1937-38. The revised budget for 
1938-39 puts the figure at 64-6. The 
operating ratio, excluding depreciation, 
was 53-2 in 1937-38, 52-6 in 1938-39 and 
is expected to be 54-9 in 1939-40. 

The total gross receipts of this rail- 
way are expected to be about Rs. 6 
lakhs lower in 1938-39 than in the pre- 
vious year. An increase under goods 
earnings on account of heavy traffic in 
groundnuts is offset by a decrease under 
earnings from third class passengers, 
due to the transfer of Mysore Railways 
to the Durbar. The total working ex- 
penses also show a decrease of Rs. 7 
lakhs, due chiefly to fewer repairs to 
structural works and transfer of Mysore 
Railways. 

For 1939-40, the total gross receipts 
are placed at Rs. 26 lakhs lower than 
those in 1938-39, as traffic in ground 
nuts and cotton is expected to be less. 
Working expenses are expected to be 
higher by Rs. 3 lakhs on account of 
heavier repairs anticipated under struc- 
tural works and locomotives. 


Summer Vacation Travel 

The popularity of the ‘‘ travel-as-you- 
like ’’’ tickets issued by the Eastern 
Bengal Railway on various occasions 
has induced the railway administration 
to explore further methods of popu- 
larising travel by the grant of this con- 
A happy decision has been 
reached to encourage students and 
teachers to travel during the long 
summer vacation that starts in May. 


cession. 
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As usual these tickets will be available 
throughout the railway for a period of 
fifteen days. 


NEW SOUTH WALES 


Freight and Fare Increases 


Consequent upon revenue losses due 
to the coal strike in September and 
October of last year and _ increased 
working expenses due to wage adjust- 
ments and material costs, the adminis- 
tration of the railways recommended 
to the Government the imposition of 
increases in fares and freights. The 
Government after consideration of the 
financial position decided that there 
should be, as from March 1, 19389, (1) 
a general 10 per cent. increase in rail- 
way fares; and (2) a 10 per cent. in- 
crease in freight rates on all commodi- 
ties with the exception of grain, wool, 
hay, straw and chaff, crude ores, other 
minerals, fruit, and goods carried at 
the “‘“M’”’ class rate. Despite the 
additional revenue which it is esti- 
mated will be received the year’s work- 
ing is expected to result in a deficit. 


Recreational Activities for 
Railwaymen 

The New South Wales Railway De- 
partment has opened at Fraser Park, 
Sydenham (3 miles from Sydney) a 
fully appointed sports ground which 
has involved an expenditure of some 
£20,000. The area which comprises 
over 10 acres was originally resumed 
for railway purposes in connection with 
the construction of the Sydenham— 
Botany railway line. Levelling of the 
land occupied some months, and over 
40,000 cu. yd. of filling was used. The 
turf wicket for the cricket field has 
been made up of the famous Bulli soil 
as used on the Sydney cricket ground. 
Three en tout cas tennis courts have 
been laid in, and the rinks will accom- 
modate 96 bowlers. Pavilions for spec- 
tators, cricketers, footballers, bowlers, 
and tennis players have been con- 
structed, and dressing rooms, shower 
baths, and refreshment room accom- 
modation provided. 

Lawns, flower’ beds, shrubberies, 
&c., have been pleasingly studded 
throughout the area and what was 
formerly an eyesore to railway travel- 
lers is now a refreshing vista. Control 
of the activities has been placed with 
the Railway Institute and it is ex- 
pected that throughout the year some 
5,000 employees will avail themselves 
of the facilities now provided. Fraser 
Park has been named after the late 
James Fraser, a former Chief Commis- 
sioner for Railways. 


CANADA 


Royal Train Telephone System 


The King and Queen will be able to 
converse by telephone from their car 
on the Royal train with England or 
any one of some 75 other countries, 
when the train halts at 31 points in 
Canada and 3 in the United States. 
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Special cables have been laid to the 
tracks on which the train will stand. 
In addition, any member of the Royal 
party can telephone to anyone else on 
the train, even when it is in motion. 
The switchboard in the baggage car is 
mounted on a spong-rubber base to 
reduce vibration. 


CHINA 


Foreign Railway Creditors 

In a recent press interview, Mr. 
Sonyu Otani, President of the North 
China Development Company, stated 
that the question of foreign debts upon 
railways in China would be decided by 
the Japanese Government. He forecast 
that after 1941 the lines in North China 
would prove remunerative, but said 
that it had not yet been decided to 
what extent they would contribute a 
share of their profits to the Govern 
ment The foreign holdings in these 
railways are reported to total approxi 
mately $500,000,000, and since the 
Japanese invasion, bondholders have 
received no interest payments, and 
their representatives have been refused 
permission to continue their former 
inspections of the various lines. 

Dismemberment of T.-P.R. 

As the Tientsin-Pukow (Nanking) 
Railway falls partly in the area to be 
or being administered by the North 
China Transport Company and partly 
in that under the Centrai China Trans- 
portation Company, it is being divided 
into two separate managements (da) 
Tientsin to Pengpu and (b) Pengpu 
to Pukow, the former under the 
northern and latter under the central 
organisation; the Hwai river is the 
boundary between the two areas of 
control. It seems probable that (b), 
being short in length, will be grouped 
with the Nanking-Shanghai and asso 
ciated lines for administration purposes. 


MANCHUKUO 


S.M.R. to Purchase Chinfu Railways 

Negotiations which have been in 
train for some time between the South 
Manchuria Railway and the Chinfu 
Railways Company for the purchase of 
the latter’s property, have now been 
concluded, and the Japanese Govern- 
ment’s approval to the purchase ob- 
tained. The S.M.R. administration 
will take over the Chinfu line in the 
near future. It runs from Chinchow to 
Chengtzut’uan, a distance of 102 km. 
The Chinfu Railways Company was 
established in 1925 and the S.M.R. had 
a small financial interest in it. The 
S.M.R. has, moreover, been subsidising 
the company annually for some time 


past. 
POLAND 


New Railway and Doubling 


On April 23 an important new chord 
line, 34 miles in length, was officially 
opened between Czestochowa—a junc- 
tion on the main line from Warsaw to 
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Siemkowice, on _ the 
direct line ‘from Katowice to the 
Baltic port of Gdynia. The latter line 
is owned and worked by the Franco- 
Polish Railway Company, and conse- 
quently the French Ministry of Public 
Works was represented at the cere- 
mony by M. Gaston-Martin; it carries 
a heavy coal traffic 
Silesian coalfield, centred upon Kato- 
wice, to the Baltic. 
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Map showing new and doubled lines 


The new line forms a short-cut for 
coal from the Dombrowa district to the 
Franco-Polish line, as hitherto this 
coal has had to be carried by a detour 
over the main line. As the new route 
concentrates heavier coal traffic upon 
the Siemkowice—Karsznice section of 
the Franco-Polish line, this section has 
now been doubled. It is 28 miles in 
length, and the cost of the doubling 
was about 5,000,000 zlotys (£200,000). 
The expenditure upon the new chord 
line amounted to some _ 10,000,000 
zlotys (£400,000), the present value of 
the zloty being about 25 to the &. 


HOLLAND 


New Road Transport Regulations 

New road traffic regulations recently 
brought into force will appreciably 
alter the conditions of rail and road 
competition. According to one of 
these no motor vehicle may be driven 
by anyone who is tired, or for more 
than five hours at a stretch. These 
rules have hitherto applied only to bus 
drivers, but are now applied to lorrv 
drivers also. Also, no bus or lorry driver 


from the Upper 
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is to be on duty for more than 10 hr 


_a day or for more than 55 hr 


and the minimum rest interval b 
30 min. Moreover, every driv: t 
have an employment book in w] he 
must enter his working and 
hours. Contravention is puni 
with cancellation of driving lice 
a period up to a maximum ix 
months. 


Flashing Lights for Level Crossings, 
and New Colour-Light Signalling 

Some 800 level crossings ar: 
provided with protective flashing 
equipment. Of these, 120 at | r 
have watchmen stationed at the 
others are unattended. 

On March 20 automatic colour 
signalling was brought into use « é 
electrified lines between Vorsch n 
and The Hague, and between The 
Hague and Loolaan. 


ITALY 


Progress of New Works at Genoa 


Demolition of buildings has begun 
to make room for the extension 
Genoa Principe station, the additional 
area of property to be occupied 
measuring 300 m. x 20m. _ Property is 
also being acquired in connection with 
the new tunnel approach from the 
Milan and Turin direction [see map on 
p. 459 in our issue of March 17 last 
Ep. R.G.|]. Work has already begun 
on the construction of the three new 
tunnels between Principe and Brignol 
stations, parallel to the existing tunnel. 
The latter already has four tracks 
through it, and to the left of it will 
be another similar tunnel and a single 
line tunnel, and to the right of it 
another single-line tunnel; there will 
thus be the remarkable arrangement of 
10 lines in four parallel tunnels con 
necting these two Genoa stations. This 
and the station yard extension will form 
the first stage of the project, to be 
completed in about 18 months’ time, 
and the Milan and Turin line tunnel 
will form the second stage. 


New Through Connection and 
Central Station at Trieste 

Preliminary work is also in hand for 
the construction of the new Central 
terminus at Trieste, and of a new line 
to connect this station with the Campo 
Marzio station—built by the former 
Austro-Hungarian Railways Adminis- 
tration as the terminus of the 
Karavanken and _ Salzburg  line—to 
permit of through running from the 
Pola direction to the remainder of the 
Italian State system. 


Surveys for New Lines from 
Istria Coalfield 

Two new railways are being surveyed 
to provide outlets from the Arsa col- 
lieries in Istria, one direct to the port 
of Pola and the other via Pisino and 
Capo d’Istria to Trieste. Either of 
these new lines and the connecting link 
in Trieste will enable coal to be railed 
from the mines to any part of Italy. 
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RESILIENT THRUST PAD ARRANGEMENT FOR AXLEBOXES 


Arrangements designed to reduce the effect produced by the trans- 
mission to the vehicle underframe of lateral shocks on the wheels 


pY courtesy of Mr. W. A. Stanier, Chief Mechanical 
-» Engineer, L.M.S.R., we are able to illustrate a new 
axlebox arrangement which is being tried on that 
railway with a view to reducing the effect produced by 
the transmission to the underframe of lateral shocks on 
the wheels. From Fig. 1 it will be seen that the end of 
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Fig. 1—Roller-bearing axlebox fitted with thrust 
plate and resilient felt pad 


the axle bears against a metal thrust plate which in this 
case is shown provided with a felt pad to assist lubrication. 
The metal thrust plate is free to slide laterally for a limited 
distance in the axlebox cover, and between this plate and 
the cover a resilient pad is provided which may be of any 
suitable elastic material, as for example Neoprene or oil- 
resisting rubber; the cover is secured to the body of the 
axlebox by means of bolts sufficiently strong to take the 
maximum anticipated horizontal thrust. This application 
is shown as arranged for roller-bearing axleboxes. 

Fig. 2 shows the same type of resilient pad and end- 
thrust bearing applied to an ordinary plain bearing axle- 
box, and in this case the collar on the inner end of the 
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Fig. 2—Application of lateral shock-damping 


arrangements to plain-bearing axlebox 


axle is normally at a sufficient distance from thé inner 
face of the bearing to allow for the compression of the 
Neoprene pad. It is hoped that the provision of these 
resilient pads will considerably reduce the shocks and 
stresses which are imposed upon bogie frames on account 
of lateral shock. We understand that so far as the tests 
have gone they have given successful results. 

The third illustration gives details of a resilient axle- 
guard also being fitted on the L.M.S.R. Its purpose is 
further to facilitate the objects above described. In this 
arrangement, the axlebox A bears against a liner B, carried 
on a rubber block C, moulded on a plate which is bolted 
to the axleguard. The liner B may have a movement 
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A MovEMENT 
ENLARGED VIEW SHOWING A 
RELATION OF LINER f MOVEMENT 


TO END PLATES 


Fig. 3—Details of a resilient axle-guard now being 


fitted on the L.M.S.R. 


of az in. in a direction parallel with the track by compress- 
ing the rubber, and a movement of about } in. at right 
angles to the track by a shearing movement of the rubber; 
both these amounts of movement are limited by the stop 
plates E as shown on the enlarged view. 








BRITISH INFORMATION CENTRE IN HOLLAND.—An official 
information bureau was opened in Amsterdam on May 16 
by the Travel & Industrial Development Association of 
Great Britain and Ireland, which already has similar 
bureaux in New York, Paris, and London for disseminat- 
ing information regarding the British Isles. The office 
is at 78, Leidschestraat, one of the principal thoroughfares 
of Amsterdam. A large tourist map of the British Isles 
occupies the back wall. Before being opened to the public, 
the office was inspected officially by the British Minister 
at The Hague, Sir Neville Bland. He spoke of the hard 
work performed by the association in fostering such in- 
terest in Great Britain abroad as would encourage foreign 
citizens to visit this country for business or pleasure. 
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NEW 4-8-2 TYPE LOCOMOTIVES FOR SOUTH AFRICA 


Built by the North British Locomotive Co. Ltd., 


for main-line passenger and freight service 


N order to the number of 44 locomotives of the 4-8-2 
A ‘(15 F”’ class is now nearing completion at the 
Springburn works of the North British Locomotive 

Co. Ltd., in Glasgow. The locomotives are for main 
line and freight service in South Africa, and have been 
built to the designs of the Chief Mechanical Engineer, 
Mr. W. A. J. Day (now Assistant General Manager, 
Technical), and under the supervision of Mr. T. C. 
Swallow, Advisory Engineer to the High Commissioner 
for the Union of South Africa in London. The engines 
are designed to be capable of traversing curves of 275 ft. 
radius with ? in. gauge widening. The boiler, which is 
interchangeable with those recently constructed for other 
classes, has an external diameter of 6 ft. 74 in. at the 
throat plate and 6 ft. 33 in. at the smokebox tubeplate. 
The firebox, which is of the round top pattern, is 8 ft. 
81 in. long by 8 ft. 9% in. wide outside at the foundation 
ring. The boiler shell is constructed of nickel steel plates. 
The inner firebox, of steel provides a grate area of 62°5 
sq. ft., and is equipped with a brick arch supported on 


water tubes. The distance between tube plates is 22 ft. 
6 in. There are 136 small tubes of 2} in. external dia- 


meter and 36 superheater flue tubes of 53 in. external 
diameter. The superheater comprises 36 elements of the 
short loop type, receiving steam from a collector pipe 
extending from the vicinity of the firebox tubeplate to 
the multiple valve header joint. 

A rocking grate with hopper ashpan is fitted, the latter 
being fixed to the main framing, and having sliding doors 
at the bottom operated by rods and levers from the foot- 
plate. |The locomotive is arranged for hand firing, but 
provision is made for fitting a mechanical stoker if de- 
sired. The smokebox is of cylindrical formation and 
fitted with a spark arrester of the self-cleaning type. The 
bar frames are in one length, without joints, and are 
stayed throughout by steel castings. The cylinders, cast 
solid with the half saddles, are fitted with long-stroke 
piston valves 12 in. dia., actuated by Walschaerts valve 
motion. Roller bearings are provided at the eccentric 
rod ends. Steam reversing gear of the South African 
Railways standard patterns is fitted. 

The coupled bearing springs are of the overhung type, 
and compensation extends without interruption from the 
leading coupled to the hind truck springs. Timken roller- 
bearing axleboxes are fitted on the front bogie and hind 
truck. In the latter case the boxes are of an independent 
type in the horn guides in comparison with the wing type 
box fitted to the ‘15 E’’ class locomotives. This last- 
named box makes the axlebox an integral part of the 
truck frame and has not proved entirely satisfactory 


because of the difficulty of keeping the bearing housings 
dead in line. The new design is considered a great im- 
provement on the old one. The tender is of the double 
four-wheel bogie type, conforming generally to the latest 
standard practice of the administration. The tank is of 
welded construction, and, while at present arranged for 
hand firing, provision is made under the coal space for 
introducing a mechanical stoker if necessary. Timken 
roller-bearing axleboxes are fitted on 42 tenders, the re- 
maining two tenders being provided with Isothermos axle- 


boxes. The following is a list of the principal dimen- 

sions :— 

Cylinders, dia. 24 in 

Piston, stroke se ne 28 in 

Wheels, front bogie, dia. .. os Me! Pe 2 ft. 6 in. 
coupled, dia. mis - ie 5 ft. 0 in 
hind truck, dia. .. “ se oh 2 ft. 10 in, 

Wheelbase, coupled 15 ft. 9 in 


engine total ee a ie 35 ft. 8 in. 
Evaporative heating surface, boiler tubes  (in- 
cluding arch tubes) 3,205-2 sq. ft 
firebox 209-3 ss, 


ee 


total 3,414°5 sq 


Superheating surface 661 -0 
4,075-5 sq. ft 
62-5 sq. ft 


Combined total 
Firegrate area re aa 
oiler pressure, per sq. in. re 210 Ib 
Tractive effort at 75 per cent. B.P. nw 42,330 Ib 
an 85 53 _ bi .. 47,980 Ib. 
Tender : 
Wheels, dia. mv a - ar a 2 ft. 10 in. 
Wheelbase, total .. 20 ft. 5 in. 
Water capacity 6,050 gallons. 
Coal = ne ‘ea ie 14 tons. 
Weight in working order— Engine 108 tons 18 cwt 
Tender 68 tons 12 cwt. 


Among the special fittings used on the locomotives are : 
M.L.S. superheater with multiple valve regulator; 2 Ross 
pop safety valves; 2 Gresham & Craven’s No. 13 injectors 
on 24 engines; 1 Gresham & Craven No. 13 injector and 
1 Davies & Metcalfe No. 13 exhaust injector on 20 engines; 
1 Ajax steam operated firedoor; 2 Gestra blow-down valves 
and equipment; 1 Clyde soot blower; 1 Wakefield Eureka 
four-feed hydrostatic lubricator; Stone’s Deuta speed indi- 
cator; Cape asbestos mattresses for boiler, cylinders, &c.; 
Ajax grease lubrication for coupled axleboxes, &c.; 
Vacuum brake apparatus for tender and train; Timken 
roller-bearing axleboxes for front and hind trucks; Timken 
roller-bearing axleboxes for tender bogies (42 tenders); 
Isothermos axleboxes for tender bogies (2 tenders); Elec- 
tric lighting equipment; English Steel Corporation Limited 
automatic couplers. 








G.W.R. SUMMER SERVICE ARRANGEMENTS.—A pre- 
liminary announcement of summer train service arrange- 
ments issued by the Great Western Railway states that 
preparations have been made for intensified traffic to home 
resorts in view of unsettled conditions on the Continent. 
For the great bulk of holiday traffic passing at week- 
ends, the company has arranged almost to double its 
normal weekday services on Saturdays. There will, for 
instance, be groups of trains from London, Birmingham, 
Manchester, Cardiff and other big centres to the resorts 
in the West of England, South Wales, Cambrian Coast 
and South Coast resorts. Many of these trains will leave 


before 10.0 a.m. for the convenience of those who can 
travel early and avoid the rush. Altogether there will be 
800 additional trains on weekdays and 600 on Sundays. 
These will include 25 expresses covering 2,075 miles daily 
at speeds of a mile-a-minute or over. Expresses for third 
class passengers only will run on Saturdays between 


Paddington and Newquay; Cardiff, Treherbert, and 
Aberystwyth; and Barry and Llandrindod Wells. 


Additional trains will be provided to serve R.A.F. depots 
on the company’s system. Steamer services between 
Weymouth and the Channel Isles will be augmented on 
Saturdays for traffic from the Midlands. 
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Kampala Station, Kenya & Uganda Railways 
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Exterior and platform views of the new station building opened on February 20 at 


Kampala, the terminus of the Kenya & Uganda Railways in the latter Protectorate. 
It also houses administrative offices 
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The Nizam’s State Railway Road Services 


ue mileage (4,069) operated during the financial year 
1938-39 was slightly greater than in the preceding 
\d, and the fleet was increased from 358 to 391 vehicles. 
number of passengers carried, 114 millions, was about 
same as in the previous year, but the tonnage of goods 
eased to 51,000 tons, as compared with 44,000 tons. 
though the number of passengers was about the same, 
was a reduction in passenger receipts. In a 
nopoly service such as that worked by the railway, 
mall variation in the average number of passengers 
rried may have an important effect on receipts, and 
tually an average of one additional passenger per bus 
would have increased both gross and net earnings by over 
2 lakhs of rupees (£15,000). There was some increase 
in working expenditure, due almost entirely to main- 
tenance, the results of which are not now apparent, but 
will no doubt contribute to the greater popularity of the 
services during the year. An extensive reorganisation was 
undertaken, and a new central workshop was established 
at Mettuguda, where all main overhauls are now effected. 
A new road service concession is the issue of ‘‘ all day ”’ 
bus tickets in the suburban areas at a charge of 8 annas 
(9d.). Thirteen road-rail excursions were organised dur- 
ing the year, one of which, the Kashmir excursion, in- 
volved a total journey by road and rail of no fewer than 
4,300 miles, which probably constitutes a record for long- 
distance excursions in India. 


_ 


Cardiff Cartage 


((ARDIFF is about half way on the trunk route between 

“London and Fishguard, and from it radiates a net- 
work of railway lines embracing most of the many densely- 
populated Welsh mining valleys and also the popular 
seaside resorts of Glamorganshire. The vast traffic that 
passes in and out of Cardiff is illustrated by the inwards 
and outwards wagons dealt with daily (apart altogether 
from coal), which average 1,075 
wagons loaded with inwards traffic, 
and 973 wagons loaded with out- 
wards traffic. The total tonnage of 
general merchandise dealt with at 
the Cardiff depots (including traffic 
arising at or destined for the Cardiff 
Docks) during 1938 amounted to 
1,132,473 tons forwarded, and 
990,438 tons received. A cartage 
fleet comprising 51 motor lorries 
(and appropriate trailers) and 212 
horse-drawn vehicles is used for 
collection-and-delivery purposes, 
and for the railhead services. The 
area of collection and delivery em- 
braces places up to ten miles dis- 
tant, including the important and 
fast-growing trading estate at Tre- 
forest. This extended collection- 
and-delivery service gives the traffic 
of the outlying areas the advantage 


of through loading facilities operating to and from Cardiff. 
The quantity of traffic carried by the road equipment 
approximates to 5,000 tons weekly. The Cardiff railhead 
service, the initial one of its kind in this country, effects de- 
livery of small consignments at all points within 30 miles of 
the base. The success of the service has been reflected in 
the volume of traffic dealt with (necessitating the employ- 
ment of up to 25 motors) and the establishment of similar 
arrangements at other places. Comprehensive arrange- 
ments are in operation in Cardiff to facilitate the despatch 
and delivery of parcels, luggage, and so forth. The cart- 
age strength consists of ten motor and seven horse vehicles 
based on Cardiff General station, and one motor van at 
Llandaff. Collections and deliveries are afforded in all 
parts of the City and docks, up to a radius of 43 miles 
of the main station. Three deliveries are effected daily, 
and late collections made regularly. 


Bus Maintenance and Seasonal Traffic 


LL sections of the bus and coach industry suffer in 
varying degrees from traffic fluctuations from hour 

to hour of the day, from weekday to weekend, and from 
season to season. More than once we have referred to 
this operating aspect as affecting the railway-associated 
provincial bus companies, notably in our issue of January 
15, 1937 (page 101) when we pointed out that, of some 
300 units of the Scottish Motor Traction Company’s fleet 
housed at New Street, Edinburgh, only 170 remained in 
winter service and 130 were garaged. One of the coastal 
companies mentioned at the same time found that 58 
per cent. of its fleet sufficed to maintain its winter service. 
Southdown Motor Services Limited, which provides both 
stage and express carriage facilities throughout a large 
coastal area, is another undertaking dependent to a con- 
siderable extent on holiday traffic, and its main season 
extends from Whitsun to the end of September, with July 
and August as the peak months. Naturally these seasonal 
variations govern the bus maintenance procedure, and 





Part of the railhead delivery fleet at Cardiff ; the fleet is joint, and all units 
are worked in G.W. & L.M.S. livery 
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an interesting article on the subject in The Leyland 
Journal mentions that, whereas the Southdown fleet in 
January, 1938, covered 1,500,000 miles, the figure for 
August last was two-thirds as much again, or 2,500,000 
miles. At the beginning of April, 1938, only 467 vehicles 
in the fleet were licensed, whereas for August the total 
reached 699 (of which, incidentally, 550 were of Leyland 
make), chiefly by the licensing of 23 open-top double 
deckers and about 100 hooded motorcoaches. During 
the summer every vehicle in the fleet, apart from those 
on the scrap list awaiting sale, has to be on the road. 
The company’s normal practice is to overhaul its vehicles 
at Portslade works at 100,000-mile intervals, mainly in 
the winter. The staff includes 50 dual purpose men whe 
work on overhauls in the winter and serve as drivers, 
conductors, and depot hands in the summer; seasonal 
employment is thus reduced to the minimum. During 
26 winter weeks the overhauls at Portslade average 5 a 
week, but Easter reduces the number to 4 a week. From 
June onwards but 3 can be handled, and even these are 
available only from Monday to Friday. Elasticity of 
the overhaul period between 95,000 and 110,000 miles 
facilitates adjustment of the programme, and it is interest- 
ing to learn from The Leyland Journal that diesel-engined 
vehicles are normally selected for overrunning the 100,000- 
mile mark. 


Interesting Level Crossing Replacement 


.ik elimination of road and rail level crossings is a 

matter of topical interest in so many parts of the 
world that an example of modern practice in this country 
cannot fail to be interest. The accompanying illustra- 
tion shows, in course of construction, the road bridge 
which is to replace a level crossing on the L.M.S.R. 
London—Leeds main line at Long Eaton. The bridge 
is 401 ft. 6 in. long and comprises 16 spans having 15 
trestles. The end approaches are 131 ft. 6 in. long, with 
a gradual slope, and the centre part, which is 138 ft. 6 in. 
long, has a vertical curve. In addition to this, the plan 
of the bridge is set out to a radius of 1,405 ft. The 
width of the new carriageway is 30 ft., and there is a 


7 ft. 6 in. wide footpath at each side. The 15 trestles 
and the 16 spans were built in steel, of which the total 
approximate weight is 300 tons. Subsequently the whole 


of the steelwork is to be covered in concrete, as shown 
in progress in the illustration. It is hoped that the official 
opening of the bridge will take place during the present 
month. The work is being carried out under the super- 


vision of Mr. H. Raven, the Engineer and Surveyor to 
the Long Eaton Urban District Council; the genera] 
tracting was undertaken by W. Birch & Sons Limit 
York, and the steelwork by the Butterley Co. | 
of Ripley, near Derby. 


Planning London Road Services 


LANNING and maintenance of urban road service 
for very careful consideration, especially in the 
London area. For example, during the evening peik 
period a Northern Line train may leave the central 
with a maximum load of some 600 passengers, who, except 
for the few who alight at intermediate stations, may ni 
all detrain at Golders Green. To the railway staff t 
passengers represent bulk traffic to be carried from 
central area as expeditiously as possible, but to the road 
staff they are a different proposition, for at Golders Green 
they will split up into groups of varying sizes, for each of 
which bus or trolleybus services must be provided. This 
division of traffic repeats itself with the arrival of every 
train and obtains in a similar degree at most of the larger 
suburban stations. Any extension of the railway lin¢ 
which are mainly radial, increases the distance between 
them at the suburban end and makes the need for cross- 
country feeder bus routes more apparent. At the same 
time, the London Passenger Transport Board states that 
these outer area road services are, for the most part, 
unremunerative, as the great bulk of their traffic is con 
centrated in the morning and evening peak periods. If 
the frequency of such services is cut down unduly during 
the slack hours, there is considerable risk of reducing them 
beyond a limit which will continue to attract traffic, for 
short-distance riders will soon become pedestrians unless 
they are encouraged to ride. The general principles upon 
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Road bridge under construction to replace a main-line level crossing at Long Eaton 
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ch the London Passenger Transport Board endeavours 
econcile these conflicting interests formed the subject 
a paper on ‘‘ The Development of the Road Services,”’ 
which Mr. E. G. Gilloch, of the Development Super- 
intendent’s Office, read at a recent staff meeting, and which 
is summarised in Pennyfare. The risk of short-distance 

iers becoming pedestrians, and the important effect on 
revenue of such a tendency, is better appreciated when it 
is realised that of all tickets issued on London buses, 59-6 
per cent. are for 1d. fares. Moreover, 97 per cent. of all 
tickets sold are for fares from 1d. to 4d. Threepenny 
tickets are in the greatest demand on the Underground 
railways, and penny tickets only 15-4 per cent. of the total 
number of passengers. On the trolleybus and tram 
services 636 per cent. of the passengers take Id. fares, and 
99-1 per cent. fares up to 4d. 


Southern Railway Cartage Plant 


THE road transport operations of the Southern Railway 

are, with few exceptions, collection and delivery 
services, and the average daily distance per motor is in 
the neighbourhood of 25 miles. As indicated in our 
summary of the figures revealed by the annual reports 
for 1938 (May 5 issue, page 736), the Southern Railway 
is the only main-line company to show a profit on its 
collection and delivery of parcels and goods (Account 
No. 16), the gross receipts of which were £534,350 and 
eave a surplus over expenditure of £13,614, or 2°5 per 
cent. At the end of 1938 the Southern Railway road 
motors totalled 736, but this number has now been in- 
creased slightly, as will be seen from the following table, 
which shows the composition of the cartage plant at 5-year 


intervals :— 


[ype 1929 1934 1939 

Motors 5-6 ton .. 115 172 68 
3ton .. 14 

2ton .. 157 261 161 

30 cwt. 2 6 56 

20 cwt 2 2a 

es 10 cwt. 19 

articulated 6 ton .. 41 
Mechanical horses 6 ton .. 105 
3ton .. 255 

- BS 2 ton . 6 l 
lractors, 10-ton hauling capacity 2 5 4 
15-ton 7 

Horse boxes bad Sak hi 3 3 
Total .. a &. 278 453 757 


It will be noticed that the heavy plant has been in- 
creased considerably since 1934, enabling the company to 
tackle jobs in competition with outside hauliers, and it 
will also be observed the motor vehicle strength has in- 
creased by 479 vehicles from 1929 to 1939 and by 304 
vehicles during the past five years. During the decade 
the horse stud for road vehicles has decreased by 690 
animals, and now totals approximately 600. On the com- 
pletion of the purchase of vehicles provided forin the motor 
programme for the current year, the sum of £253,766 will 
have been expended on new plant during the past five 
years, an average of £50,753 per annum. The increase 
in the Southern Railway motor fleet from 1935 to 1939 
has necessitated training and testing 466 additional motor 
drivers in accordance with the formula laid down by the 
Minister of Transport, and to cope with present normal 
requirements approximately 116 drivers have to be trained 
and tested every year. 


Tanks for Aerodromes 


DURING the period from April, 1938, to February, 

1939, no fewer than 238 tanks, each 31 ft. 6 in. 
long by 9 ft. in dia., and a capacity of 12,000 gal., were 
received at stations in the Southern Area of the L.N.E.R. 
and delivered by the company’s well-known heavy haulage 
gangs to spots on aerodromes distant as much as 8 miles 
from the station, and anything up. to 800 yd. across bare 
earth or grassland away from hard road. The tanks are 
transferred from rail. wagons to road vehicles at the 
stations by means of the power-driven winches on the 
heavy-duty tractors, and off-loaded to ground at the aero- 
dromes by the same means. So expert. have the ‘‘ tank 
gangs ’’ become that in this way as many as three tanks 
have been taken off wagons and placed on an aerodrome 
four miles away by one gang of three men during one 
short winter day. In addition to delivery, the work of 
positioning the tanks has been undertaken by the 
L.N.E.R., and 42 have been placed in pits 18 ft. below 
ground level. Naturally the aerodrome contractors avoid 
unnecessary excavation, and the pits are always on the 
small side—hence in selecting men for the ‘‘ tank gangs ”’ 
the L.N.E.R. Heavy Haulage Section has to consider girth 
of personnel, as there is no spare room in a pit once the 
tank is in. Positioning involves setting the tanks to 
within } in. (+ or —) of that stipulated. 


Twenty Years of Urban Electric Transport 
in Czecho-Slovakia 
OW that Czecho-Slovakia has ceased to exist as a 
political entity, added interest is given to a brief 
survey of the development during the past twenty years 
of urban electric transport in this area, which, written in 
the autumn of last year, has now been published in 
the Swiss technical journal, Wirtschaft und Technik im 
Transport. It was in 1891 that the first tramway was laid 
down in Prague, and by 1899 battery-driven cars were 
being tried out in the suburbs of the city—the third largest 
in the old» Austro-Hungarian empire. Three years later 
saw the opening of the Tabor-Bechyne electrified line; 
the Tatra line was opened in 1908. Before 1900 seven 
towns had electric tramway systems, and by 1914 the 
number had risen to seventeen. All electrically-operated 
urban lines built before the war were privately owned. 
After the collapse of Austria-Hungary in 1918 and the 
proclamation of the Republic of Czechoslovakia, no more 
towns built tramway systems, but those towns possessing 
them added to their routes. Prague, for example, had 
80 km. (50 miles) of tramways in 1919, 93 km. (58 miles) 
in 1928, and by 1936 the total had reached 123 km. (76 
miles). Comparative tramway statistics for the whole of 
Czecho-Slovakia are as follow :— 


> -assenge 
Rolling Stock cane ; po 
Year 
Motor | | 
piano Trailers Km. (Miles) | (millions) 
coaches 
1919... 627 | 339 | 255 (158) 189-7 
1928 Bs 971 779 287 = (178) 317-3 
344-1 


195° .... 1,087 920 | 360 (224) | 


The first trolleybus installation was built. in 1907, at 
Ceské Velenice. Later, services were instituted at Ceské 
Budéjovice (Budweis), Bratislava (Pressburg), and Tatra, 
but the war resulted in the abandonment of these lines. 
Not until 1936 was another trolleybus line built, and this 
was a 3:6 km. (2-mile) line in Prague which is worked by 
three six-wheel single-deck vehicles. 
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Overseas Notes 


New Zealand Railways Take Over More Road Services 

The New Zealand Railways Department has _ recently 
acquired the privately-owned Auckland-Cambridge road motor 
service, and, as a result of this and previous purchases, now 
controls all services between Auckland and the thermal region 
centred at Rotorua, 171 miles from Auckland. The passenger 
road services now operated by the railways administration 
throughout the Dominion cover a route mileage of 2,580 miles, 
as compared with 3,323 route-miles of railways. 


New Zealand Railway Workshops Busy on New Road 
Vehicles 

Among the many other-than-railway orders being executed 
at the four principal railway workshops in New Zealand 
are those for various road vehicles for other Government 
Departments. For instance, they are turning out school 
buses for consolidated country schools and have built 27 
of these modern vehicles, of which the larger type seats 47 
children and the smaller type 29. These buses are equipped 
with safety glass, modern ventilation, large emergency doors, 
and special collapsible steps that fall into position on the 
opening of the door. These workshops have also been con- 
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structing special units, on chassis imported from E; land, 
for use in the further transport mechanisation of the Defence 
Forces. Four of these mechanical uhits were delivered in 
February to the Defence Department by the Hutt wor! ps, 


Speed Limits in Germany 


An order, issued on May 5 by Herr Himmler, Chief he 
German police, establishes speed limits in towns and vill of 
60 km. (37} m.) p.h. for private cars and motor cycl nd 
40 km. (243? m.) p.h. for lorries, buses, and other vehicles, 
including private cars with trailers. In all other areas, ani on 
the Autobahnen, the limit for private cars and motorcycles is 


100 km. (62 m.) p.h., and for other classes of motor vehicle 
70 km. (43$ m.) p.h. 


Motor Transport in Netherland India 


According to the Report on Economic and Commercial 
Conditions in Netherland India, issued by the Department of 
Overseas Trade, the total number of motor vehicles of all 
descriptions in circulation in Netherland India rose from 
71,738 units on January 1, 1935, to 82,400 units on January 1, 
1938. The registrations in force on September 30, 1937, 
comprised 47,406 passenger cars, 8,327 motorbuses, 11,246 
commercial vehicles, and 14,263 motorcycles and _ tliree 
wheelers. 


Indian Motor Vehicles Bill 

The first reading of the Motor Vehicles Bill, as modified 
by the Select Committee, is still proceeding in the Central 
Legislative Assembly. The most important amendment 
made by the select committee relates to the transfer to 
provincial authorities of certain powers of co-ordinating road 
and rail transport given to regional transport authorities 
in the original Bill. The establishment of provincial trans- 
port authorities, originally discretionary, is to be made 
mandatory. The provincial authorities, it is set forth, should 
bear in mind both the convenience of road transport to the 
public, trade, and industry, and the desirability of preventing 
the deterioration of valuable national assets represented by 
the Indian railways and the Indian road system. 


Railway-owned Long-distance Bus 
Service in Canada 


Proposed First 


Application has been made to the Quebec Public Service 
Commission by Canadian National Transportation Limited, 
a newly-formed subsidiary of the Canadian National Railways, 
for permission to run a bus service between Quebec City and 
the Saguenay district towns of Kenogami, Jonquiere, Arvida, 
and Chicoutimi. If permission is granted, this will be the 
first railway-owned road service in Canada to carry long 
distance passenger traffic, and it will run over the recently- 
constructed road through the Laurentide Park and St. Urbain, 
Quebec. 

An announcement by the C.N.R. declares that several 
competitive services already exist between local points in the 
Saguenay, and have made great inroads into railway revenues. 
If others were permitted to operate the new bus lines, the 
railway would have to face a serious problem and find itself 
in position of having to review the whole passenger train 
service in the area. Canadian National Transportation stands 
ready, if permitted, to operate the new bus line, to give the 
best possible service, and to co-ordinate the new service with 
that of the railway, enabling rail passengers to book through 
by bus and vice versa, and to check their baggage on the train 
without charge. In the application it is stated that the 
C.N.R. has priority rights to this bus service, being the pioneer 
transportation system in the district, as the Quebec and Lake 
St. John line, opened to traffic in 1893, was amalgamated with 
the Canadian National in 1922. The opening of the highway 
between Quebec and Chicoutimi via St. Urbain shortens the 
distance between these two points by 70 miles, as the length 
of the railway between them is governed by its gradients in 
the mountainous country traversed. 
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Branch Line Closure in France 
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M. de Monzie, Minister for Public Works, of progress with this form of co-ordination was published in 
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Freight Transport on the Pennsylvania Railroad 
By WALTER BUCHLER 


(See illustrations opposite) 


VER since the motor lorry became a practical pro- 
position in transport the Pennsylvania Railroad has 
advocated co-ordination of road and rail services, 

and the use by railway administrations of motor vehicles 
where they are the most efficient instruments of service. 
Considerably more than a decade ago the Pennsylvania 
Railroad made its first venture into the field of motor 
freight service by substituting road motors for local freight 
trains between Philadelphia and Wilmington, Penn- 
syivania. Lorries operating on the highway were em- 
ployed; under contract, to carry the freight from station 
to station, picking it up and delivering it in the same way 
as a train. Though at first only an experiment, this plan 
worked well and was an almost immediate success. The 
principle, since extended throughout the entire Penn- 
sylvania Railroad system, has wholly replaced the old 
L.C.L. ‘‘ way freight ’’ trains, which on this railway are 
now a thing of the past. 

A further move in the direction of co-ordinating rail 
and road transport was taken some ten years ago, when 
portable steel containers, carried on specially-equipped flat 
cars were adopted for handling less-than-carload freight 
over certain routes. These containers are built to be hauled 
by mator ‘lorry between the railhead and the place of 
business of shipper or consignee, and are hoisted on and 
off the cars by means of cranes. In this form of service, 
the motor vehicle operates in the terminal zone, where it 
develops its greatest efficiency. The inter-city haulage 
is performed by the railroad, which can do that work 
more efficiently than a lorry on the highway. 

Another important use for containers was developed by 
operating them as sectionalised box-cars in station-to- 
station service. This permits direct loading between points 
where the volume of traffic would not warrant a through 
car. In this operation the containers, both east and west- 
bound are swiftly and economically sorted in a special 
transfer yard at Enola, on the outskirts of Harrisburg, 
Pennsylvania, where, by a system of overhead cranes they 
are made up into solid cars to specified destinations. Large 
savings in operating costs have been effected, and the ser- 
vice has been speeded up by, on an average, 24 hr. A 
special type of container, with drop bottom doors and com- 
pletely waterproof, has been devised for handling such 
commodities as bulk cement and similar substances requir- 
ing protection from the weather. 

Carrying a step further the principle of co-ordinating 
rail and highway transportation, the Pennsylvania Rail- 
road inaugurated on December 1, 1933, a system-wide 
collection-and-delivery service for less-than-carload freight. 
As with some of the container operations, this service also 
is based upon combining the use of the road motor for 
local haulage in terminal zones with the railway for inter- 
city haulage. The lorry haulage between the patron’s 
door and the railway station is performed by contract with 
local lorry operators in 2,000 communities on the system. 
This service is rendered on the Pennsylvania at the rail- 
road company’s expense and without additional charge to 
the user above the regular station-to-station freight rate; 
patrons who perform their own lorry service receive an 
allowance of 5 cents per 100 Ib. 

A cash-on-delivery service has recently been developed 
from the collection-and-delivery plan. By this arrange- 
ment, the railway undertakes to collect the invoice price 
of the merchandise upon delivery at the purchaser’s door, 
and remittance is made to the shipper by railway draft, 


under railroad responsibility, at a very moderate slidin 
scale of charges. Collection-and-delivery service on th 
Pennsylvania Railroad now accounts for approximately 
two-thirds of all the less-than-carload freight traffic, and 
the proportion is steadily growing. It is regularly used jy 
about 75,000 patrons. 
Between New York, Philadelphia, and Baltimore deta: 


uv 
s 
te 


el 


able lorry bodies are operated. This form of service also 
provides complete through transport from door to door 
and co-ordinates the use of highway motor vehicles with 
the railway. The detachable bodies are hauled on motor 
chassis through the city streets to collect their loads, and 


when loaded are transported by train, on flat cars, be- 
tween the cities. At the destination, delivery is made by 
attaching the body to another motor chassis for hauling 
to the consignee’s door. 

Yet another important development has been the estab 
lishment in a large number of centres of what are known 
as ‘‘ concentration stations ’’ for the more efficient and 
expeditious handling of less-than-carload freight. Out 
bound less-than-carload freight, instead of starting its rail 
journey from the station at which it is turned over to the 
railroad for shipment, is conveyed by road to a designated 
station in the area which has been selected for concentra- 
tion purposes. At this station all outbound freight from 
the territory in question is assembled. This makes possible 
the accumulation of sufficient tonnage to warrant the 
operation of direct through cars to a much larger number 
of destinations than would otherwise be possible. Incom- 
ing less-than-carload freight is similarly hauled by rail to 
a concentration station from which it is delivered by 
lorry to the outlying stations in the area. 

At night, after work has been completed, all motor 
equipment on the Pennsylvania system is garaged and 
serviced in heated garages. All equipment is maintained 
under a plan that calls for scheduled periodic inspections 
and adjustments. Minor and major repairs are decided 
upon as a result of these inspections. Records of all re- 
pairs, either minor or major, are kept for the entire life 
of the vehicle, and can be referred to when desired. This 
plan enables the maintenance supervisors to be acquainted 
with the mechanical condition of all equipment at all 
times, and tends to minimise the number of failures. 








TRAMWAY REPLACEMENT.—In the course of a compre- 
hensive paper entitled ‘‘ What should be the Future 
System of Road Passenger Transport? given to the 
Scottish Road Passenger Transport Association on May 25 
by Mr. R. Stuart Pilcher, General Manager of Manchester 
Corporation Transport, the author stated that between 
1924 and 1938 no fewer than 61 local authorities and 48 
companies in Great Britain had completely abandoned 
their tramway systems; route mileage had fallen from 
2,624 to 1,183. In most cases, striking increases in both 
passengers carried and revenue were achieved. The 
author’s experience was that, with a changeover from 
trams to buses, the same fares could be offered, more 
passengers carried, and higher revenue secured; In the 
U.S.A. the length of track of electric surface railway and 
rapid transit lines had fallen from nearly 40,000 route- 
miles in 1927, to 22,800 route-miles in 1938, while motor- 
buses had increased from about 16,000 to 32,100 route- 
miles in the same period; trolleybus route-miles totalled 
1,490 at December 31, 1938. 
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ght: A Ford truck of 1}-ton 
pacity, with a body 12 ft. 
ng. 7 ft. 3 in. wide, and 6 ft. 
n. high. The length of route 
19 miles and the average 
nthly total is 996 miles. 
hicles of similar type and 
yacity, manufactured by 
iodge, and International, are 
so used in this type of service 





Left : Diamond T lorry of 2-3 
ton capacity. The length of 
_ routeis 16 miles and the average 
monthly mileage 790. Motors 
of similar type and capacity, 
manufactured by Dodge, Mack, 
International, and Studebaker, 
are also employed 


Below : G.M.C. tractor of 2-ton 
capacity and Trailmobile trailer 
of 3-ton capacity. The body 
dimensions are 20 ft. long, 8 ft. 
wide, and 6 ft. 6 in. high. An 
average monthly mileage of 
1,320 is maintained over a 26- 
mile route. Tractors of similar 
type and capacity, manufac- 
tured by Dodge, Mack, Inter- 
national, Studebaker, Diamond 
T, and Federal are also used 
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TYPICAL MOTOR VEHICLES IN THE. SERVICE OF THE PENNSYLVANIA RAILROAD 
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LONDON TRANSPORT’S FLAT-ENGINED COACH FLEET 


The TF type, introduced experimentally in November, 1937, has now been adopted 


in improved form as a standard vehicle; for Green Line service 75 are being 


built. 


, order to produce a 34-seat coach with all the passen- 
i gers facing forward, an experimental Green Line 
vehicle was completed in the latter part of 1937 by 
land Motors Limited, in conjunction with the engineers 
the London Passenger Transport Board, in which the 
sis of the design was a flat diesel engine, located amid- 
s. This coach was described and illustrated in our 
sue of November 19, 1937 (at page 887), and at the 
ie we published our last table showing the composition 
the London Transport fleet—giving details as at June 
30, 1938—this vehicle, to which the type letters TF were 
ssigned, remained the only unit of its kind. Now, 
wwever, the board is satisfied that the small additional 
expenditure incurred initially with such vehicles will be 
epaid amply by easier and reduced maintenance and by 
larger service life. 
Naturally various detail modifications have resulted from 
the experience gained with TF 1, and London Transport 
now having built 87 of these flat-engined coaches, of 
which 75 are to be 34-seat vehicles for Green Line ser- 
vice, and twelve are 33-seat coaches specially de- 
signed for private hire work. Specimens of both types 
were demonstrated to the press on May 10 and we are 
now able to publish particulars of these coaches as now 
being standardised. All the 87 chassis have been, or are 
being, built by Leyland Motors Limited. They are of 
a new type, in that they form the direct basis for the 
bodies. Thus the various pillars, and so forth, are fixed 
directly to the chassis and no bottom framing is used, so 
that the body when completed is in unit with the chassis 
and does not ride upon it. The spacing of the body pillars 
has had direct influence on the chassis design, as the 







Offside view of TF -type chassis built by Leyland Motors 
Limited for the London Passenger Transport Board, 
showing flat position of diesel engine amidships 


In addition, there are 12 private hire coaches, with glass roof panels 


outriggers and cross-members are located to correspond 
with them, and an unusually stiff transverse construction 
results, eliminating pillar whip and ensuring a quiet body. 

Two deep, parallel, longitudinal and straight frame mem- 
bers form the backbone of the vehicle and provide for a 
high flat floor, in common with recent single-deck prac- 
tice, devoid of chassis arches or large wheel arches. The 
disposition of the engine lying on its side amidships ensures 
maximum body space with excellent weight distribution 
and accessibility, for since the centre line of the crankshaft 
is approximately in the centre of the chassis (so giving 
the simplest form of straight-line transmission) the cylinder 
head lies close to the offside body panes, so that tappets, 
injectors, fuel pump, and filters, are easy of access. Such 
a position is superior to side or rear engine mounting in 
various respects, not the least of which is that a front 
end radiator may be used. An extension from the front 
of the crankshaft gives a drive not only for a cooling 
fan but also for the dynamo, the fan for the heating and 
ventilation system, and the air compressor. The last- 
named is used for operating the braking system (which 
also includes automatic drum and liner clearance adjust- 
ment) and of the preselective gearbox gear-engaging con- 
trol so that pedal pressures for each control are no heavier 
than those customary on a small private car. 


Protection Against Defective Brakes 
An interesting safety feature is that the new type vehicle 
cannot operate with defective brakes, as no gears can be 
engaged unless adequate pressure is available. This system 
provides a great reserve of braking power over ordinary 
service requirements. 


A specialised transmission system 
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is essential where the driver cannot hear his engine clearly 
and the employment of a fluid flywheel and self-changing 
gearbox assists greatly in reducing the driver’s mental and 
physical effort and promotes smooth progression. The 
centre line layout of the transmission enables access to 
all parts to be obtained through traps in the centre gang- 
way. The engine, which is on a specially-evolved flexible 
mounting giving limited freedom, is of the standard 
Leyland 8-5 litre compression-ignition type (with “* pot = 
type pistons), suitably modified for its location, and 
occupies no body space whatsoever. 

The driver’s cab, which is entered from the gangway 
of the coach, is of a design evolved by London Transport 
and Leyland Motors Limited, and gives greatly improved 
visibility in all directions and especially to the nearside. 
The full-fronted type of vehicle has been purposely avoided 
and a short rounded dummy bonnet is placed to the left 
of the front portion of the cab in such a way that the 
driver can see the nearside kerb a few inches in front of 
the vehicle. This visibility, always an asset, is of parti- 
cular advantage in fog, for which conditions the nearside 
cab window, which normally can be opened a few inches 
for ventilation, can be swung completely open so that 
the driver does not have to look through glass. It is 
considered that these features, in conjunction with the use 
of a good fog lamp, mounted low down so that upward 
glare is prevented by the turn-under of the body, will 
make it possible for the vehicles to operate in almost any 
condition of fog. Cab ventilation is improved, since both 
sections of the windscreen can be opened by winding con- 
trols, and a quick-lift signalling window is fitted. An 
individually-controlled duct off the main coach-heating 
system gives warmth to the driver if required. A new 
design of floor plate pedals and pedal slots prevents 
draughts around the feet. The driving seat is adjustable 
to suit the requirements of the particular driver. 

The foregoing particulars apply to both types of vehicles, 
namely the Green Line coaches and the private hire 
coaches, but the bodywork differs considerably. 

The Green Line Service Vehicles 

As the result of extensive service experience with TF 1, 
London Transport has adopted a simple and straight- 
forward design of body for the Green Line coaches, and 
the bodies are being built at the Chiswick works of the 
London Passenger Transport Board. The whole fleet will 
be in service for the summer. Both the external treatment 
and the internal finishing generally follow orthodox London 
[ransport design. The whole of the interior is finished 
in a manner to eliminate dust traps and to facilitate clean- 
ing; a cheerful and spacious appearance has been provided 
and yet the equipment is strictly practical and dignified. 
All seats face forward and no seats accommodate more than 
two passengers. Deep Dunlopillo fillings give added 
comfort, since the squabs are shaped to one’s back, and 
the tubular seat framing allows adequate leg-room. The 
entrance is forward but behind the foremost pair of seats, 
and has a sliding door arranged outside the body panelling. 
The centre gangway terminates at the rear with emergency 
door and at the front with the door to the driver’s cab. 


The Private Hire Coaches 

The 12 metal-framed bodies for the private hire coaches 
have been built by Park Royal Coachworks Limited, and 
in the front end treatment, arrangement of the fixing of 
the body parts, and heating system, accord with the prac- 
tice’ standardised on the service coach bodies built by 
London Transport. But a great difference is found in the 
upper part of the vehicle, which is of the observation type 
and gives probably the greatest interior visibility in all 
directions yet achieved without recourse to a fully dropping 


head. The pillars are thin, set well apart, and sup; 

a high cant rail to which level deep windows reach 
rounded portion of the roof is panelled in m 
toughened Triplex glass, while the centre portion co 

a folding roof which is operated by a handle at the fo 

end, and gives a clear opening to a point above thx 

most seats. Even with the roof closed, the height 

side windows and the glass roof panels give exce] ] 
visibility, and impart a very airy atmosphere to t! 
terior of the coach. This impression is increased b 
interior height and the use of the London Transport 

of tubular metal-framed seats. Each section of the ci 

roof windows is equipped with a blind to act asa shace in 
bright sunshine. The coach equipment includes a 

set built into the front bulkhead, and the aerial forn 
motif over the front canopy, as may be seen fron 
exterior view reproduced on page 906. Accommodation ‘or 
33 passengers is provided and all seats face forward. © 
the rear seat carries more than two persons, and the c 
city in this case is five. Deep Dunlopillo fillings 
moquette are standardised, and the squabs are specially 
shaped to conform to the passenger’s back. A carpet 
is laid along the central gangway. The entrance is towa 
the front and has a sliding door mounted outside the b: 
framing as with the TF-type Green Line coaches, but 
the private-hire vehicles the emergency door is on the off- 
side at the rear. 
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Publications Received 


British Roads. By Geoffrey Boumphrey.  (‘ Discussion 
Books,’’ No. 21.) London: Thomas Nelson & Sons Ltd., 
35-36, Paternoster Row, E.C.4. 7} in. x 5 in. 180 pp 
Illustrated. Price 2s. net.—The ‘‘ Discussion Books,’’ which 
are appearing under the general editorship of Dr. Richard 
Wilson and Mr. A. J. J. Ratcliff, are designed for those who 
wish to make themselves acquainted with what is going on in 
the world today and are sufficiently interested to read a 
general survey with care and attention. In dealing with 
roads it is, of course, impossible to understand present day 
conditions and difficulties unless a fair knowledge is possessed 
of the historical background, and, in fact, the author has 
found it necessary to devote four-fifths of his book to history 
and one-fifth to modern roads. His avowed method of treat- 
ment is to regard the past primarily as an approach to the 
present, as a “‘ textbook from which may be drawn many 
lessons of value in shaping the future.’’ Thus he presents to 
us, as of topical interest, an outline covering prehistoric 
roads, Roman roads, pre-Norman and medizeval roads, and 
coach roads. These sections are written in an interesting 
way and exhibit considerable knowledge; but the same 
cannot be said for the railway references on pages 46-7, for 
these are superficial and inaccurate. The section on modern 
roads is chatty and informative, but the reader is led to the 
conclusion that the Reichsautobahnen are exclusive to Germany 
Various examples of careless terminology catch the eye: 
thus ‘“‘tramways’”’ are not synonymous with “ tramcars ”’ 
(page 135) ; and the phrase “ horse buses became practically 
extinct in 1920”’ suggests—quite wrongly—that some great 
motive-power change occurred in that vear. 


Commercial Vehicles.—We have received from Commer 
Cars Limited, Luton, a set of illustrated literature describing 
the range of Superpoise chassis for lorries’ and vans. In 
vehicles built on this chassis the cab is positioned in such a 
manner as to give maximum body length with correct load 
distribution, thereby ensuring ease of control and minimum 
tyre wear. The body mounting is of the patented Diaflex 
type, which relieves the cab, wings, bonnet, and radiator 
from all distortion. A six-cylinder power unit—petrol or 
diesel—is fitted, and the drive is taken through a super- 
silent heavy-duty gearbox and universal joints giving a 
cushioned transmission without requiring lubrication. The 
catalogues we have received describe the 14-2-ton, 3-ton, 
4-5-ton, and 6-ton models. 
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Trafhiie Co-ordination in the Potteries 


The development of motorbus competition—Possibilities of 
co-operation without a traffic board—Some details of fleet 


rsvHE largest, and by far the 
i most important, passenger 

road transport operator in 

Potteries district of North 
Staffordshire is the Potteries 
Motor Traction Co. Ltd., a sub- 
iary of the British Electric 
Traction Co. Ltd. This organi- 
sation and its predecessors have 
en concerned in passenger 
insport in this area ever since 


sf 


December, 1861, when George 
Francis Train’s company—the 
Staffordshire Potteries Street 


Railway Co. Ltd.—built 1 mile 
60 chains of single-track tram- 
way between Hanley and Burs- 
lem. Tramways were developed 
subsequently throughout _ the 
neighbourhood by the North 
Staffordshire Tramways Co. 
Ltd., a company formed on 
December 4, 1878. The present 
company was incorporated as 
the Potteries Electric Traction 
Co. Ltd. on June 28, 1898, as a 
B.E.T. subsidiary, to build 
electric tramways and light rail- 
ways in the Potteries, and to 
acquire control of the North 
Staffordshire Company’s system. 

he company first introduced 
motorbuses as feeders to the 
tramways in October, 1900, but 
these services were subsequently 
abandoned. The nucleus of the 
present motorbus_ fleet was 
brought into operation on De- 
cember 22, 1913. Soon after 
the war, the Stoke-on-Trent 
Corporation licensed many pri- 
vate bus owners to run services 
over the tramway routes, and 
this competition became so severe 
that the tram services could 
be run only at a loss. In 1928 
the company arrived at an agreement with the Corpora- 
tion providing for the replacement by motorbuses of the 
trams in Stoke, and all the tramways were abandoned by 
July 11, 1928. From time to time control of various 
small competing businesses was acquired, and in January, 
1932, a reduction and reorganisation of the capital was 
effected, and six small associated companies were ab- 
sorbed. Since then numbers of other bus undertakings 
have been acquired, including, in 1934, the Associated 
Trentham Bus Co. Ltd. 

Mr. Sidney E. Garcke is the present Chairman of the 
Company, which in May, 1933, changed its title to the 
Potteries Motor Traction Co. Ltd., and at the 41st ordi- 
nary general meeting (held on April 17 last) he said that 
the directors were glad to observe a movement towards 
traffic co-ordination in the Potteries. He deprecated the 
formation of very large transport organisations—indeed 





The latest additions to the fleet of the Potteries Motor Traction Co. Ltd., are 10 
single-deck Leyland buses with English Electric compesite bodies as shown above 


he thought that the idea of big business generally was 
much overdone—but on the other hand it was possible 
to have in the public passenger industry so many small 
operators working in the same district that there was 
serious waste, which must in practice reflect in some form 
or other on the efficiency of the service given to the pub- 
lic. While throughout the country unregulated overlap- 
ping services had been largely eliminated, in the Potteries 
area there was still a certain amount of waste due to the 
unusual number of bus owners, a situation to which the 
Traffic Commissioners had also drawn attention. 

There is an association of bus proprietors known as the 
Associated North Staffs Motor Bus Proprietors Limited. 
which was formed on May 19, 1930, to take over a similar 
body established in January, 1924. This association, of 
which most smaller operators in the district are members, 
has now introduced a scheme under which the separate 
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proprietors may merge their businesses into one company, 
and this is meeting with some success. Mr. Garcke feels 
that this is a step in the right direction. It is the policy 
of the Potteries Motor Traction Co. Ltd. to avail itself 
of every opportunity of improving the traffic arrangements 
of the district, and the directors welcome this scheme as 
one which ultimately may enable them to co-operate with 
the other operators, but it is felt that until such a scheme 
embraces virtually the whole of the operators in the area 
the best results to the travelling public cannot be obtained. 
Commenting on these possibilities, Mr. Garcke has said 
that such a voluntary arrangement would be a_ better 
alternative than a statutory traffic board. He remarked: 
‘“‘ Experience suggests that these cumbersome organisa- 
tions would not be successful, although they would start 
off with the very great advantage of taking the rich traffic 
districts, leaving the poor areas to be dealt with by private 
enterprise.’’ 

At the present time the Potteries Motor Traction Co. 
Ltd. operates buses on about 143 services. The fleet 
totals 255 vehicles, of which 204 are single-deck buses 
with seating capacities ranging from 25 to 37, and 51 are 
double-deck rear-entrance buses seating between 51 and 
56. Some 89 are on “‘ S.O.S.’’ chassis, manufactured by 
the Birmingham & Midland Motor Omnibus Co. Ltd., 
and most of the others are Leylands. The latest additions 
to the fleet are 10 single-deck buses on Leyland “‘ T.S.8 ”’ 
chassis, with 35-seat bodies of composite construction 
supplied by the English Electric Co. Ltd., as shown in 
our illustrations. The seats are of the semi-luxury type 
upholstered throughout in red leather with individual Dun- 
lopillo cushions, so that the buses are available for either 
town or semi-long-distance services. Commodious parcel 
racks are arranged along each side of the saloon, supported 
on chromium-plated hanger brackets with polished walnut 
front rails which accommodate flush-type bell pushes. 
The underside of the ceiling and parcel racks are covered 
with Brifex, and the under-rack decoration is completed 
by means of leather-covered padded panels. Frameless 


bevelled mirrors are provided at the top of the fron ‘ 
head. The interior is finished in walnut, the han 

are covered in brown Doverite, and all metal 
chromium-plated. The floor is covered with brow: 
leum and a marble patterned Sorbo runner is laid 

the gangway, the floor being raked upwards towa1 

rear end in order to provide all passengers wit! ts 
facing forward. 

The interior is illuminated by 17 lamps, 12 of h 
are of the pillar type, two of the bull’s eye patter ed 
in the rear corners of the saloon, and three diamonc 
fiush-fitting lamps arranged over the gangway. 
each side of the vehicle are three half-drop wi $ 
framed in polished stainless steel. All glazing is . d 
out in selected sheet glass except the windscreen and 
bulkhead which are of toughened safety glass to c n 
to regulations. The windscreen and nearside tront 


head windows are fixed in chromium-plated frame d 
the exterior moulding is of polished aluminium spx y 
shaped to give a ‘‘ streamlined ’’ appearance. The salocn 
is ventilated by four air extractors fitted in the roof, and 
glazed louvres are fitted over all side windows to enable 
the windows to be lowered slightly for ventilation purposes 
during inclement weather. The entrance is at the front- 
end on the nearside, and the door is of the inside sliding 


type mounted on Overton mechanism; the emergency door 
is immediately opposite the entrance. The rear end of the 
body is upswept to provide access to the spare wheel 
without the necessity of hinging or detaching any of the 
body panels. A flush type illuminated registration number 
plate is provided at the rear end, together with an illu- 
minated panel glazed with frosted ruby glass with the word 
‘“* Potteries ’’ etched on the glass. 

The company’s main business is based on Stoke-on- 
Trent where the principal garage accommodates 121 buses. 
Some 54 vehicles are housed at Newcastle, 52 at Fenton, 
and the balance of the fleet is divided among half a dozen 
smaller garages mostly at outlying points on the system. 
Approximately 10,000,000 bus miles are worked annually. 








Distributing Air Raid Shelters 


Despite replies given to questions in the House of 
Commons, the vital and comprehensive service which the 
British railway companies are rendering in the distribution 





of air raid shelters does not seem to be recognised in all 
quarters. Actually the railways have acted somewhat 
beyond their normal réle of carriers and fulfilled the 
functions of wholesale 
distributors on a large 
scale. They have col- 
lected the parts from 
no fewer than 78 
manufacturers; as- 
sembled the parts 
into sets; transported 
them by rail; and 
effected final delivery 
to individual house- 
holders. Our illustra- 
tion shows a G.W.R. 
mechanical horse and 
trailer delivering 
shelters in Birming- 
ham. The carmen 
have instructions to 
deliver shelters to the 
exact position in eaci 
back garden required 
by the householder, a 
task often involving 
skill and care. 
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NEW SURREY LINE, SOUTHERN RAILWAY 


Opening of extension from Tolworth to Chessington 





ST a year ago the first section of the 
2% new Southern Railway line in Surrey 
1 Motspur Park to Chessington was WATERLOO 


ned as far as Tolworth. Last Sunday, SOUTH Ee NW =tECIRIC 


28, the remaining portion, from ieieeiditaities 
Vauxhall 


: worth to Chessington South, was CHESSINGTON 


ned to meet the growing needs of the 
population in this part of Surrey, and Cl : 
rd = ; ae apham Junction 
serve the popular Chessington Zoo, 9 P Opened May 28th, 1939 
iated near the South station. 
[he two new stations are Chessington a 











HHHHLOH = New Line. 
wth, which adjoins Bridge Road, lead- 9 ———— Existing Lines. 
i from the Kingston—Leatherhead 
Road, and Chessington South, the pre- WIMBLEDON 

nt, terminus of this new line, adjoining 
Garrison Lane, which also leads from the 


























Kingston - Leatherhead Road to Chessing- RAYNES PARK 
on Church, quite close to Chessington 
Zoo. This section completes the new line Motspur Park 





; : ; Worcester Park i 
of 41 miles, serving four stations; the ommaiaeien ey Ewell West Epsom 


first two, Malden Manor and Tolworth, 
were opened last year. At Chessington 
South station a commodious goods yard 
is being constructed, and will be used for 
coal distribution previously done from 
Surbiton. 

A service of three electric trains an 
hour connects Chessington South with 
Waterloo, an extension of the present [-—— 
Tolworth service. These leave Chessing- 
ton South at 19, 39, and 59 min. past 
the hour on weekdays, and 13, 33, and 53 


Malden Manor 






SURBITON 
HOOK ROAD 


























min, past on Sundays. In the down direc- Esher : 

en the trains leave Waterloo at 16, 36, Southern Electric route map, showing extension just opened 

and 56 min. past the hour on both week- and connecting lines 

days and Sundays. The journey occupies 

about 31 min. The ordinary third class single fares Engineering Features and Station Architecture 
between Chessington North and Chessington South and 

Waterloo will be 1s. 6d. and Is. 7d. respectively. Cheap The new line runs for the most part on embankments 


day tickets, however, will be issued to and from London and through cuttings, as none of the track could be laid 
every day, and third class return fares, Waterloo to at the original surface level. As the local soil is clay 
Chessington North and Chessington South and vice versa, and liable to slip in wet weather, it was unsuitable for the 
will be Is. 7d. and Is. 9d. respectively. embankments, although it was possible to make use of 
it to form the ‘‘ core.”’ 

The embankments were therefore com- 
pleted with dry filling material, obtained 
from slum clearance and other demoli- 
tion works in London. This contained 
large quantities of brick rubble, sand, 
ordinary soil and debris, and was excel- 
lent material for the purpose, as it 
allowed the slopes to be trimmed to a 
much steeper angle than is possible with 
clay, while it is also free from the lia- 
bility to slip. 

All four stations are in keeping with 
the modern character of the neighbour- 
hood. The buildings are of attractive 
appearance and there is an extensive 
forecourt as well as a car park at each 
station. As in the case of Malden Manor 
and Tolworth, Chessington North and 
Chessington South stations are of a 
novel type, built in reinforced concrete 
Special drainage system in cutting near Chessington South work, giving an unobstructed platform 
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Entrance to Chessington North station, showing concrete buildings behind 





Special form of platform roofing, dispensing with supporting pillars 





View from above of reinforced concrete roofing at Chessington North, characteristic of stations on the new line 
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free of columns and having also the advantage of in- 
volving no cost in periodical painting. The platform 
roofs are of an unusual design, as they are constructed to 
support themselves between cantilevers. The illumination 
of the platforms under these is by means of fluorescent 
tubes. 

All the 11 bridges have been constructed of steel girders, 
completely encased in concrete, and of a very modern 
design. One overbridge which is a reinforced concrete arch 
is now in course of construction, carrying a road scheduled 
in the local town planning scheme. Throughout, the rail- 
way has been fenced with the company’s new standard 
diamond mesh fencing to prevent trespass either by children 
or animals. 

Chessington North is 1} miles from Tolworth and has 
two side platforms each 540 ft. in length with covered 
way extending for 200 ft., and with waiting room accom- 
modation on each platform. Chessington South, the station 
for Chessington Zoo, is less than ?-mile from the North 
station, and is 14 miles from Waterloo. The station build- 
ings are above the railway, which is in a cutting. One 
platform 540 ft. long has been provided, and covered way 
for 200 ft. Waiting room and other offices are being 
provided. 


Principal Contractors 
The principal contractors engaged on the work of 
extending the railway from Motspur Park to Chessington 
were’::— 


Edmund Nuttall, Sons & Co. (London) Ltd. : Earthworks and 
bridges. 
Sir Robert McAlpine & Co. Ltd. : Earthworks and bridges. 


Aubrey Watson Limited : Bridges. 
Dorman Long & Co. Ltd. : Steelwork. 
Tees Side Bridge & Eng. Works: Steelwork. 
The Butterley Co. Ltd. : Steelwork. 
G. T. Crouch Limited: Reinforced concrete work in stations 
and Chisare roofing. 
Christiani & Nielsen Limited: Chisarc roofing. 
F. G. Minter Limited : Station buildings. 
J. W. Ellingham Limited: Station buildings. 
J. B. Corrie & Co. Ltd. : Fencing. 
Tarmac Limited : Goods yard roads. 
Opening Ceremony 
The official opening of the new line by Alderman W. 
Sanger, Deputy Mayor of Surbiton, took place on Friday, 
May 26, following an inspection of the stations by a party 
b g } d party 
of guests and press representatives, who were afterwards 
entertained to luncheon in the commodious restaurant at 
Chessington Zoo by the proprietor, Mr. R. S. Goddard. 
Those present included : — 
Alderman W. Sanger (Deputy Mayor of Surbiton), Alder- 
man T. Dumper, Messrs. R. H. Wright (Town Clerk, Sur- 
biton), R. Thirlway (Borough Engineer, Surbiton), H. M. 


McCreedy (Hon. Secretary, Surbiton Chamber of Commerce), 
R. S. Goddard (Proprietor, Chessington Zoo), J. S. Goddard, 
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Fluorescent lighting in concrete roof at Chessington North 


H. F. Martin, Maxwell Taylor (B.B.C.), Councillor L. H. 
Ransom, Messrs. H. S. F. Lansdown (L.P.T.B.), P. A. 
Alexander (L.P.T.B.), Colonel Middleton Perry, Alderman 
C. H. Bridge, Messrs. J. A. Kay (THE RaAitway GAZETTE), 
J. C. Watson (Aubrey Watson Limited), D. P. Bertlin and 
R. H. Clark (Edmund Nuttall, Sons & Co. (London) Ltd.), 
a representative (J. W. Ellingham Limited); Messrs. A. H. 
Moorshead (G. T. Crouch & Co. Ltd.), D. R. Lamb (Modern 
Transport), H. G. Cousins (Architectural Services Limited) 
B. J. Corrie (J. B. Corrie & Co. Ltd.), J. Wulff (Christiani & 
Nielsen Limited), R. B. Dowding (Charrington Booth 
Limited). 

Southern Railway.—Messrs. G. Ellson (Chief Engineer), 

Rk. M. T. Richards (Assistant Traffic Manager), H. E. O. 

Wheeler (Superintendent of Operation), S. W. Smart (Assistant 

for Train Services), J. E. Sharpe (London West Divisional 

Superintendent), C. Gribble (Assistant Engineer—New Works), 

S. G. Morgan (Bridge Assistant), H. I. Bond (London West 

Divisional Engineer), A. Endicott (Estate Agent), C. 

Grasemann (Public Relations Officer), R. W. O. Hartridge 

(Resident Engineer—New Works), G. R. Walter (Public Rela- 

tions Assistant). 

The Deputy Mayor of Surbiton in a speech following 
the inaugural luncheon proposed success to the new railway 
and the Chessington Zoo. He said how greatly Surbiton 
and the surrounding district were indebted to the enterprise 
of the Southern Railway Company. Mr. G. Ellson and 
Mr. R. S. Goddard responded. 








Gas Turbine Locomotives 

Among the proposed new fields of application for com- 
bustion gas turbines is the railway locomotive, and in this 
connection we have read with interest the contribution oi 
Adolf Meyer, E.D., appearing in the most recently issued 
volume of the Journal and Proceedings of the Institution 
of Mechanical Engineers. The author therein suggests 
that the gas turbine locomotive may provide a useful 
alternative to the steam locomotive. It is well known 
that the efficiency of the latter is only of the order of 8-12 
per cent., the higher figure allowing for all improvements 
made in the course of the last few years. The gas 
turbine, with its coupling efficiency of 17-20 per cent., 
finds here a promising field of application since it should 
be possible to attain an efficiency of approximately 15 per 
cent. with mechanical transmission or 14 per cent. with 
electrical transmission. These efficiencies do not, 


naturally, allow for competition with the diesel engine, 
but the difference between the fuel consumptions of the 
two machines is in many cases fully compensated for by 
the differences in the cost of diesel oil and such fuel oil 
as can be used in the turbine machine. Moreover, in 
many cases the problem of getting more power from a 
given size of locomotive is of greater importance, than 
the efficiency. The author remarks that a noteworthy 
advantage of the gas turbine compared with steam loco- 
motives is the fact that the gas turbine locomotive needs 
no water, thus doing away with the cleaning of boilers 
and the interruption of service resulting therefrom. The 
locomotive with electrical transmission would, of course, 
be heavier and more expensive than one with mechanical 
transmission, but difficulties may have to be overcome 
with the latter, especially in the case of high outputs, owing 
to the provision necessary for reversing. 
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A recent view showing the site of the first (temporary) siation at York. This was just outside the City walls, 

and, as may be seen, the spot is close to the bridge carrying Queen Street over the lines leading to the ** old’ station, 

which was the first permanent station in York and is now used as a siding for passenger vehicles. The board bears 

the words: * Site of the first railway station, York, opened May 29, 1839. Temporary terminus of York & North 
Midland Railway Company.” (See also page 889) 


: on 
ESSINGTON. SOUTH | STATION 


SOUTHERN Raliway 





The Deputy Mayor of Surbiton greeted by a prominent citizen of Chessington. 
Surrey, when the Southern Railway extension from Tolworth was opened last 


Fox] week. (See pages 911—913) 


[ Photos. 
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RAILWAY NEWS SECTION 


PERSONAL 


G.W.R. APPOINTMENTS 
following appointments have 
b innounced by the Great Western 
R yy — 
R. F. Wilson, Assistant Divi- 
Engineer, Wolverhampton, to be 


Di onal Engineer, Newport (from 
July 1). 

Mir. M. A. Henry, Resident Engineer, 
Chief Engineer’s Department, Padding- 
te to be Divisional Engineer, Neath 
(fr July 1). 


. A. N. Butland, Senior Surveyor 
& Draughtsman, Chief Engineer’s De- 


partment, Paddington, to be Resident 
Engineer, Chief Engineer’s Department, 


Paddington (from July 1). 

Mr. T. C. B. Davies, Assistant Divi- 
sional Engineer, Gloucester, to be Assis- 
tant Divisional Engineer, Wolverhamp- 

(from July 1). 

Mr. W. J. Scott, Senior Surveyor & 
Draughtsman, Divisional Engineer’s 
Office, Bristol, to be Assistant Divi- 
Engineer, Gloucester (from 


sional 
July 1). 

Mr. N. H. Briant, Chief Clerk, Divi- 
sional Superintendent’s Office, Chester, 
to be Assistant Divisional Superinten- 
dent, Chester (from June 19). 

Mr. L. Edwards, Superintendent of 
the Line’s Office, Paddington, to be 
Chief Clerk, Divisional Superintendent’s 
Office, Chester (from June 19). 

Mr. M. Jones, Inspector of Materials, 
Swindon, to be Chief Inspector of Pur- 
chase Materials, Swindon (from 
June 30). 


Mr. J. M. Horn, a native of County 
Lanark, Scotland, has been appointed 
lraffic Manager, Foreign Freight De- 
partment, Montreal, Canadian National 
Railways. 


INDIAN RatLway STAFF CHANGES 

Mr. N. K. Sen has been appointed 
to officiate as Deputy Chief Accounts 
Officer, N.W.R., as from March 31. 

Mr. S. F. Ahmed has been appointed 
to officiate as Deputy Chief Engineer, 
E.I.R., as from February 18. 

Mr. J. E. Heinig has been appointed 
to officiate as Deputy General 
Manager, N.W.R., as from March 18. 

Mr. A. A. Phillips has been ap- 
pointed to officiate as Divisional 
Superintendent, N.W.R., as from 
March 31. 

Mr. A. W. Bruce-Joy _has 
been appointed to officiate as 
Divisional Transportation Superin- 
tendent, G.I.P.R., as from March 20. 

Mr. S. H. P. Lincke has been ap- 
pointed to officiate as Controller of 
Stores, G.I.P.R., as from March 20. 

Mr. A. G. T. Glaisby, Deputy 
General Manager (Works), G.I.P.R., 
1as been appointed to officiate as 
Deputy Controller of Stores. 


Major R. B. Emerson, R.E., has 
been appointed to officiate as General 
Manager of the Great Indian Peninsula 
Railway in place of Mr. J. H. F. 
Raper, who, as recorded in our May 26 
issue, is temporarily taking Mr. A. E. 
Tylden-Pattenson’s place as a Member 
of the Railway Board. Major Emerson 
was born in 1897, and educated at 
Bradfield College and the R.M.A., 
Woolwich, which he joined from the 
ranks of the Royal Flying Corps in 
1917. He was commissioned into the 





Majer R. B. Emerson, R.E. 


Appointed Officiating General Manager, 
Great Indian Peninsula Railway 


Royal Engineers in 1918, and served in 
India, Iraq, and England until 1927. 
He was then transferred to civil em- 
ploy with the G.I.P. Railway, with 
which administration he has had ex- 
perience in the Engineering, Transpor- 
tation and Stores Departments, and in 
the General Manager’s Office. 


Mr. C. H. Coe has been appointed 
Assistant for Merchandise Rates (Re- 
search) in the Chief Goods Manager’s 
Office, Great Western Railway. He 
entered the service in 1904, and after 
several years in the Goods Department 
at Paddington was transferred to the 
Chief Goods Manager’s Office, where 
he passed through several sections of 
that department. During the war he 
was closely connected with the trans- 
port of Government trafic and the 
formulation and subsequent working of 
the scheme for common user of railway- 
owned wagons and sheets. At the con- 
clusion of hostilities Mr. Coe was en- 
gaged in adjusting railway commercial 
and operating considerations to post- 
war problems, including the framing of 
the ‘‘ journey payment ’’ scheme for 


the user of wagons and sheets as be- 
tween the railway companies in sub- 
stitution for pre-war mileage and de- 
murrage arrangements. In 1926 Mr. 
Coe was appointed Clerk-in-charge of 
the Working Department and _ was 
largely instrumental in bringing to a 
successful conclusion the difficult 
negotiations with the Association of 
Private Wagon Owners for the intro- 
duction of the commuted payment 
scheme for empty haulage of private 
owners’ wagons over the _ railways. 





Mr. C. H. Coe 


Appointed Assistant tor Merchandise Rates (Research), 
Great Western Railway 


Three years ago he assumed _ re- 
sponsibility in joint association be- 
tween Headquarters and the district 
officers of the Goods Department for 
an intensive inquiry into the causes of 
the depreciation of railborne goods 
traffic, with particular regard to rail- 
way merchandise rates, under the 
designation of ‘‘ Traffic Research,’’ 


which investigation has been _pro- 
ductive of extremely _ satisfactory 
results. 


Mr. H. C. Rodda, whose retirement 
on May 2 from the position of Works 


Manager, Stafford oad factory, 
G.W.R., Wolverhampton, was an- 


nounced in our May 5 issue, had held 
that position for the past ten years. 
He entered Great Western Railway ser- 
vice as an apprentice at Weymouth in 
1892, was transferred to Swindon in 
1895, and entered the drawing office 
there in 1896. Mr. Rodda served dur- 
ing the South African War from 1900 
to 1902, receiving. the Queen’s Medal 
and four bars; also during the great 
war from 1914 to 1919, when he was 
given his Commission in the Field and 
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Mr. H. C. Rodda 


Works Manager, Wolverhampton, G.W-.R., 
1929 39 
awarded the Military Cross and 


Médaille Militaire. Upon his return to 
civilian life Mr. Rodda became 
Assistant Divisional Locomotive 
Superintendent at Newport and _ in 
1920 was transferred to Wolverhamp- 
ton in a similar capacity. In 1922 he 
was appointed Divisional Locomotive 
Superintendent at Worcester, and in 
1929 he took up the post which he has 
just relinquished. 
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Mr. J. D. Gilbert, D.L., J.P., has 
resigned after 26 years as a Member 
of the Port: of London Authority, for 
nearly 15 years of which he was Chair- 
man of the Stores Committee, and for 
four years Chairman of the River Com- 
mittee. The authority has passed a 
resolution expressing high appreciation 
of Mr. Gilbert’s valuable services and 
regret at his resignation. 


Mr. H. Blin Stoyle, A.M.I.Mech.E., 
who as recorded in our issue of April 
28, has been appointed Chief Mechani- 
cal Engineer of the Kenya & Uganda 
Railways, was born in 1890 and 
educated at Queen Elizabeth’s Gram- 
mar School, Creditcn; Battersea Poly- 
technic; and University College, South- 
ampton, prior to becoming a premium 
apprentice to the late Mr. Dugald 
Drummond on the former London & 
South Western Railway. Thereafter 
he gained experience at Barnstaple and 
Exeter sheds, at Nine Elms and East- 
leigh works, and in drawing and run- 
ning offices, and was for 18 months 
Assistant to the Manager of Eastleigh 
running shed before proceeding to 
British Honduras in Government em- 
ployment. From 1914 to 1921 Mr. 
Stoyvle was Mechanical Engineer, Stann 
Creek, and from 1918 onwards was, in 
addition, Acting Superintendent. He 
was also Acting Director of Public 
Works, British Honduras, from July, 
1919 to March, 1920, and was then 
appointed Acting District Commis- 
sioner of the Stann Creek District in 
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Mr. H. Blin Stoyle 


Appointed Chief Mechanical Engines 
Kenya & Uganda Railways & Harbour 


addition to his duties on the railw 

In July, 1921, he was transferred to 
the Tanganyika Government Railw: 
as Assistant Locomotive Superint: 
dent and was promoted District | 
motive Superintendent in March, 1928 
In 1932 Mr. Stoyle was appointed Li 
motive Superintendent, Kenya 
Uganda Railways, and in May, 1935 
took up also the duties of Acting Chief 
Mechanical Engineer. 





Group in the lounge car at the inspection last week at the Metropolitan-Cammell Carriage & Wagon 
(1) Mr. J. D. C. Couper, Partner in Messrs. Livesey & Henderson; (2) Mr. 
C. E. Dee, Partner in Messrs. Livesey & Henderson; (3) Sir James Williamson, Kt., Managing Director, 
Bengal & N. Western Railway ; (4) Mr. W. Cyril Williams, Beyer Peacock & Co. Ltd. ; (5) Mr. J. Vidal, 


Company’s Saltley works: 


J. Stone & Co., 
Engineers; 


Crown Agents for the Colonies ; 


Ltd.: (6) Mr. Bertram D. Fox, Partner in Messrs. Freeman Fox & Partners, Consulting 
7) Mr. R. E. Fitzgerald, London Manager & Secretary, Rhodesia Railways; (8) Mr. A. Campbell, 
(9) Mr. H. Green, Metropolitan-Cammell Carriage & Wagon Co. Ltd. ; 


(10) Sir Ernest Bell, C.1.E., Chairman of South Indian Railway and Director, Bengal-Nagpur Railway. 


New Union Limited and Union Express Trains 


Photo hy courtesy of | 


for South Africa 


[The Birmingham Gazette 
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Tue F.B.I. AND MINISTRY OF SUPPLY 


lhe Federation of British Industries 
set up a special committee for the 
wing functions arising from the 
ernment’s decision to create a 
Ministry of Supply : 


-Y 


fo consider the terms of the Ministry of 

. ly Bill and the effect which the proposals 
ined in it may have upon industry. 

lo place its services at the disposal of the 

ster of Supply in the event of his desiring 

btain the views or assistance of organised 

stry on the problems facing him. 

To act as a channel by which the views 

F,B.I. can be made known to the Minister 

Supply on matters falling under his juris 


THE RAILWAY GAZETTE 


The F.B.I. Committee is constituted 
as follows: 

Lt.-Colonel Lord Dudley Gordon, 
D.S.0O., President of the British Engi- 
neers’ Association and Chairman of 
J. & E. Hall Limited (Chairman) ; Sir 
Clive Baillieu, K.B.E., C.M.G., Director 
of the Imperial Smelting Corporation, 
and of the British Metal Corporation ; 
Mr. A. C. Macdiarmid, Chairman, 
Stewarts and Lloyds Limited ; Mr. J. G. 
Nicholson, Director, I.C.1. Limited ; 
Mr. F. R. M. de Paula, Controller of 
Finance, Dunlop Rubber Co. Ltd. ; 
Mr. J.C. Hanbury Williams, a Managing 
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Director of Courtaulds Limited; Sir 
William Larke, Director, British Iron 
and Steel Federation; Mr. Guy H. 
Locock, Director, Federation of British 
Industries ; Dr. E. C. Snow, Manager, 
United Tanners’ Federation. 


Mr. Norman H. Dean has been ap- 
pointed General Manager of the York- 
shire Traction Co. Ltd. in succession to 
the late Mr. G. W. Robinson, who died 
on April 30. Mr. Dean has been Manager 
of Hebble Motor Services Limited since 
its inception in 1924. 








The Railway Problem in Spain 


The Official Bulletin published in 
Burgos on May 12 contains the text of 
new Law, dated May §8, affecting the 
railways. The preamble refers to the 
rge amounts of money advanced by 
he State to the railway companies and 
he still larger contributions that will 
become necessary to finance the re- 
newals now required to repair the 
ravages of the war. In these circum- 
tances the State, it says, must have a 
more direct and efficient control, and 
the new Law is a provisional measure 
to meet the existing conditions and re- 
culate railway working until, in the 
words of the Decree, ‘‘ the establish- 
ment of the definite railway statute.’’ 
[he new Law provides for the forma- 
tion, for each of the three principal 
ystems, of a ‘‘ directing council,’’ con- 
sisting of a Manager, two members 
nominated by the Ministry of Public 
Works, three members nominated re- 
pectively by the Ministries of Indus- 
try and Commerce, Finance, and 
National Defence, and two representa- 
tives of each respective company, all 
the eight members, including the Man- 
iger, being appointed by the Govern- 
ment. 

The companies concerned are the 
Norte (Northern of Spain), the M.Z.A. 
Madrid Zaragoza & Alicante), and the 
\ndaluces Oeste (Andaluces-Western), 
and between them they account for 
about half the route-mileage of all the 
railways. The two former are private 
companies, part of whose capital is still 
held in France. The Andaluces-Western 
is a corporation with a State guarantee, 
formed in 1926 by the amalgamation of 
a number of smaller concerns, on the 
basis of the old Madrid-Caceres-Portugal 
Railway, to which the Andaluces 
system was added just before the civil 
war. 

The Law further ordains that the 
railways shall continue working as here- 
tofore, but under the management and 
administration of the new directing 
councils, which will, in effect, replace 
the boards of directors, which are to be 
* dissolved.’’ At the same _ time, 
Article 3 provides for the formation of 
a Superior Railway Board, which is to 
prepare the definite Statute. This 
board will be presided over by the 
Minister of Public Works, or by the 
Chief of the National Railway Service 


as Vice-President, and will be elected 
by the directing councils, with the addi 
tion of the railway Comisarios, the Chief 
of Road Transport, and the National 
Director of the Transport Syndicate. 
Finally, the Minister of Public Works 
is to dictate complementary instructions 
for giving effect to the Law. 

As will be seen, this new Law prac 
tically imposes a form of nationalisa- 
tion, as it eliminates the companies and 
their boards of directors, without the 
slightest reference to the legal position 
of the coneessions, or to the rights of 
the bondholders. Part of the loan 
capital of the Norte and M.Z.A. is held 
in France, but a representative of the 
French interests who was recently in 
Burgos is said to have returned to Paris 


with an unfavourable impression of the 
prospects of any fair compensation. 
The railways are suffering not only from 
the effects of the civil war, but also 
the dire consequences of the period im- 
mediately preceding it, and as there is 
no immediate prospect of traffic earn- 
ings sufficing for the considerable sums 
which will be required for repairs and 
renewals, the State, it seems, must find 
financial backing. It remains to be 
seen if the terms of the old Railway 
Law, the Statute of 1924, and the Mort- 
gage Law can be disregarded as they 
are in this new measure, also how the 
new Statute, the preparation of which 
is announced, can be superimposed on, 
or replace, existing legislation, under 
which the State became a co-partner 
with the companies in the railway 
industry. 








Recovering 21; Minutes 


Performance of two L.N.E.R 


As the result of a slight mishap 
with a Buckeye coupler on Wednes- 
day, May 24, the 5.30 p.m. L.N.E.R. 
express from Leeds to King’s Cross left 
Doncaster 18 min. late, but despite a 
16-coach load weighing 474 _ tons 
empty and 500 tons gross, the train 
reached King’s Cross on time at 9.25 
p.m. From Doncaster the engine was 
class ‘‘ A4’’ streamlined Pacific No. 
4500, Sir Ronald Matthews, and the 
run of 50-5 miles to Grantham was 
made in 52 min. 12 sec., or 50} min. 
net, as a permanent way relaying check 
was experienced at Tuxford; the 
schedule allows 57 min. A notable 
feature of this run was the minimum 
speed of 57 m.p.h. up the long ascent 
to Peascliffe tunnel, concluding at 1 in 
200. From Grantham the same engine 
ran the 29.1 miles to Peterborough in 
30 min. 50 sec., against a schedule of 
34 min., a further gain of 3} min., 
making a total of 10 min. gain from 
Doncaster. 

At Peterborough engine No. 4494, 
Osprey, took over, and achieved the 
remarkable feat of running the 76.4 
miles to King’s Cross with this 500-ton 
train in 73 min. 44 sec., 11} min. inside 
schedule time. Here again the uphill 
work was an outstanding feature of 
the running, as is evidenced by the 


Pacifics with a 500-ton train 


time of 6 min. 40 sec. up the 7-1 miles 
of entirely adverse grades from Three 
Counties up to Stevenage, with a mini- 
mum on the final 1 in 200 of 584 
m.p.h., and the minimum of 57 up 
45; miles of the same _ grade past 
Abbot's Ripton. The engine also 
maintained consistent speeds above 70 
m.p.h. on level and slightly undulating 
track; the 23-2 miles from Huntingdon 
to Three Counties, for example, were 
run at an average speed of 71-8 
m.p.h. 

From Peterborough the train passed 
Huntingdon, 17-5 miles, in 18 min. 54 
sec., Hitchin, 44:5 miles, in 41 min. 
88 sec., Stevenage, 47-8 miles, in 44 
min. 59 sec., Hatfield, 58-7 miles, in 
54 min. 26 sec., and Wood Green, 71-4 
miles, in 66 min. 2 sec., after which 
a very cautious run into King’s Cross 
caused the last 5-0 miles to take 7 min. 
42 sec. ; 

Driver Ovenden, of King’s Cross shed, 
was responsible for this exceptional per- 
formance from Peterborough, which, 
together with that from Doncaster, re- 
sulted in the recovery by the two engines 
of 21} min.—18 min. late start, 2 min. 
by the slack, and 1} min. station 
overtime. <A total of approximately 
88 miles of the journey was run at an 
average speed of 70 m.p.h. 
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The Kiddies’ Express, G.W.R 


That the public is quick to appre 
ciate a novelty in railway travel was 
proved again on Whitsun Monday last, 
when the Great Western Railway ran 
the Kiddies’ Express, a half-day excur 
ion, with strong appeal to parents and 
children, from Paddington to Weston- 
super-Mare. Although similar trips had 
been run in 1932 and 1934, this year’s 
excursion was by far the most ambitious 
as it set out to provide free entertain 
ment, not only in theatre coaches and 
compartments on the train, but with 
the wholehearted co-operation of the 
town authorities at Weston-super-Mari 
as well The arrangements were such 
that apart from meals it was possible 
to have a real day out for 3s. 104d. 
for children and 7s. 9d. for adults, a 
point readily appreciated by parents, 
who were consequently relieved of a 
good deal of worry and expense usually 
issociated with family outings. 

rhe train consisted of 14 coaches. It 
King 
George VI, carrying a distinctive and 


was drawn by engine No. 6028, 


ippropriate headboard incorporating in 
the design the two kiddies on the cover 
design of this year’s Holiday 
Haunts ’’ guide The first and last 
vehicles on the train were luggage vans 
which had been converted at the West 
Ealing shops into theatre coaches. Each 
had an attractive small stage at on 
end, complete with flags, drapings and 
draw curtains. Of the three enter 
tainers on the train, two were mem 
bers of the Troubadour Follies at 
Weston super-Mare, Miss Winnie De 
Lyle, a ventriloquist and Mr. Wilson 
Leslie, a clown, both of whom came up 
to London on Whitsun Day to be 
in time for the forward journey. The 
other entertainer was Mr. Roy Foster, 
employed in the G.W.R. Publicity Ds 
partment, who is not only a member 
of the Magic Circle but a ventriloquist 
as well. Although primarily intended 
for children it was realised that many 
parents would also like to join in the 
fun on the train. Consequently it was 
irranged that each theatre coach should 
serve six passenger coaches and give 


four 15-min. performances en route be- 
tween 10.20 a.m. and _ noon. Five 
minutes were allowed for getting the 
children from their compartments to 
the theatre coaches and five minutes 
for getting them back, and in order to 
save time those attending the next 
show were warned in advance. 

The train left Paddington at 9.55 
a.m., carrying 724 ‘‘ children ”’ of all 
ages, ranging from 6 months to 60 
THE KIDDIES’ EXPRESS 
PADDINGTON to WESTON-surer-MARE 

Whit Monday, May 29th, 1939 
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Cover of puzzle book presented to 
passengers 

years. Of these 188 qualified to come 
under the half-fare regulations. Im- 
mediately after departure each child 
was handed a present from the resort 
in the shape of a paper hat, inscribed 
‘“H.M.S. Weston-super-Mare,’’ a free 
ticket for the Marine Boating and 
Bathing Lake, and for a special per- 
formance of the Troubadour Follies on 
the sands. In addition a_ specially 
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At Paddington before departure of thi 


Kiddies’ Express 


printed four-page ‘‘ Puzzle Corn 
leaflet was distributed to provide 
interesting pastime in the compart 
ments en rvoute. The matter in tl 
leaflet consisted of four diagram prob 
lems, twelve groups of letters which 
when placed in proper order, made thi 
names of well-known stations on th: 
system, general knowledge questions 
about the G.W.R., and a series of ques 
tions, the answers to which were pu 
posely placed out of order. All the 
answers were given on the back pag 
under a caption which read ‘“ Play 
Fair—Don’t read these first.”’ The 
train ran into the Locking Road station 
at Weston-super-Mare, where it was 
given an enthusiastic reception and met 
by the Mayor, Alderman Henry Butt, 
and other officials of the town. 

The weather was brilliant and the 
kiddies had a grand and glorious time 
sampling the attractions at Weston- 
super-Mare before leaving at 6.5 p.m. 
for London. Railway tickets for the 
train were specially printed and carried 
the wording ‘‘ Kiddies’ Express.” 


Cc. S. LOCK. 








STAFF AND LABOUR MATTERS 


A.S.L.E. & F. Annual Conference 

The annual conference of the Asso 
ciated Society of Locomotive Engi 
neers and Firemen opened in London 
on Tuesday, May 30, and, after a presi- 
dential address by Mr. W. J. Evans 
and a statement by Mr. W. J. R. 
Squance, the General Secretary, the 
conference went into private session. 
Mr. Evans, the President of the 
Executive, recalled that the special 
conference which was held in April 
refused to accept Decision No. 5 of the 
Railwav Staff National Tribunal, and 
directed that fresh negotiations should 
be opened with the railway companies, 
but he went on to reveal that the 
mnference had defeated strike action 


against the decision of the tribunal by 
only one vote. Had it not been for 
one individual, he said, today loco- 
motivemen would have been out on 
strike He indicated that thev had 
not only asked the companies for a 
meeting but had approached the other 
two railway unions for a meeting with 
a view, to joint negotiations. The 
National Union of Railwaymen had 
explained that its delegates had given 
instructions to approach the com- 
panies on one item only, the 50s. mini- 
mum for all adults, and it saw no use- 
ful purpose in meeting the executive of 
the A.S.L.E. & F. 
They could all 
Evans, on the 50s. 


agree, said Mr. 
minimum, but 


locomotivemen could not be content to 
standards fixed twenty 
years ago. If they were prepared to 
accept the tribunal’s dictum that the 
50s. minimum should have priority 
when the railway finances permitted 


remain on 


they would be doomed to remain static. 


Mr. W. J. R. Squance, General 
Secretary, said that, notwithstanding 
the tremendous effect that speeding-up 
and rationalised methods had had on 
their members, they were still getting 
negative replies from the Railway 
Staff National Tribunal, and_ these 
were raising such dissatisfaction as to 
make one despair of industrial peace 
being maintained. That discontent 
would eventually assert itself in some 
form of direct action which they would 
find it difficult to control. 
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QUESTIONS IN 


Publication of T.A.C. Report 

Mr. G. Ridley (Clay Cross—Lab.), on 
May 24, asked the Minister of Trans- 
port, on what date the recent report 
of the Transport Advisory Council was 
first made publicly available; and how 
the main-line companies were enabled 
to publish a résumé of the report be- 
fore the report itself was available for 
members of this House. 

Captain Euan Wallace: The report 
was made available to the public early 
on Friday morning, May 19, and the 
hon. member will appreciate that, 
though published by the Stationery 
Office, it is not a Parliamentary Paper. 
Copies of the report in the form in 
which it was agreed by the council 
have naturally been in the possession 
f all members of the council since the 
day it was signed. I understand that 
the railway companies’ representatives 
on the council prepared a résumé for 
the purpose of forestalling the numer- 
ous enquiries they anticipated, and 
they arranged to release that résumé 
it the same time as the report itself 
was made available to the public. 

Mr. Ridley: Having regard to the 
considerable number of questions which 
have been asked in this House as 
evidence of the interest and anxiety of 
members of the House about the terms 
of the report, would it not have been 
better had that report been made avail- 
ible to the House before it was avail- 
able to interested parties outside the 
House? 

Capt. Wallace: This is a matter on 
which a question was answered by the 
Financial Secretary to the Treasury in 
another connection. This report is not 
i Parliamentary Paper and hon. mem- 
bers have to go through the procedure 
of applying to the Vote Office or the 
Stationery Office for it. I regret very 
much if any hon. member thinks that 
the House has been treated with dis- 
courtesy, but frankly I do not think 
that any harm has been done. 

Mr. Neil Maclean (Govan—Lab.): 
On a point of Order, Mr. Speaker. Is 
it not the case that a number of these 
reports which are issued were formerly 
Parliamentary Papers but that the 
right of members of this House to get 
them in the Vote Office was taken 
iway during the Geddes Axe period of 
economy and do you not think, Mr. 
Speaker, it is high time that a number 
of these State papers were laid before 
the House and treated as Parliamen- 
tary Papers once again? 

The Speaker: That is hardly a point 
of Order. It was decided a long time 
igo and I should want to consider it 
very carefully before I made any 
alteration in the present practice. 

Mr. Maclean: We were told at the 
time that in order to save expense 
these papers would not be issued to 
members who did not, it was thought, 
take any particular interest in them 
and we were told that we must apply 
to the Stationery Office for them if we 
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wanted them. They were therefore 
still treated as Parliamentary Papers 
but it was decided that application 
would have to be made for them. Con- 
sequently are not members of this 
House entitled to receive copies of 
these papers before they are issued to 
the general public? 

The Speaker: I would have to con- 
sider that point very carefully before 
I gave an answer. 

Mr. F. C. Watkins (Hackney Central 

—~Lab.): Although, as the Minister 
says, this report was not a Parliamen- 
tary Paper yet it was a report to the 
Minister of Transport and in those cir- 
cumstances would it not have been 
better that members of this House 
should have had priority in seeing the 
terms of that report? 

Capt. Wallace: As I have said I am 
very sorry if any right honourable or 
honourable gentleman finds himself in 
any way aggrieved, but it never 
occurred to me to issue the report 
otherwise than as it has been issued. 

Lt.-Com. Fletcher: Did the railway 
companies communicate with the right 
honourable gentleman’s department 
stating that it was their intention to 
publish a résumé of the report? 

Capt. Wallace: I am afraid I could 


not answer that question without 
notice. 
Burma-China Railway 

Sir Arnold Wilson (Hitchin—C.), on 
May 25, asked the Prime Minister 
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whether he was aware that the necessary 
earthwork for the railway from Kunming 
towards the Burma frontier for some 
miles beyond Kunming was already 
complete ; and whether he could state 
to what point it was intended to carry 
it and when the Chinese Government 
expected to have trains running. 

The Prime Minister (Mr. Neville 
Chamberlain): The Foreign Secretary 
is informed that embankment work in 
the direction stated is proceeding. He 
has received no communication from 
the Chinese Government in regard to 
their intentions in the matters referred 
to in the second and third parts of the 
question. 








Parliamentary Notes 


Royal Assents 

The Royal Assent was given on May 
25 to the following, among other, Acts 
of 1939:—L.N.E.R. (Superannuation 
Fund); L.M.S.R.; Mumbles Pier; 
Smethwick Oldbury Rowley Regis and 
Tipton Transport. 

London Transport Bill 

The London Passenger Transport 

Board Bill was reported to the House 


of Commons on May 25 by the Un 
opposed Bills Committee. 


Southern Railway Bill 
This Bill was read the third time 
and passed in the House of Commons 
on May 25. It was read a first time 
and referred to the Examiners in the 
House of Lords on the same day 








Inter-railway Ambulance Competition 


The inter-railway ambulance com- 
petition for the challenge shield of the 
St. John Ambulance Association was 
held at the Wharncliffe Rooms, Lon- 
don, on May 24; nine teams, two from 
each of the grouped railways and one 
from the Midlard & Great Northern 
Joint, participated. The adjudicators 
were Dr. F. E. Bendix, M.R.C.S., of 
London, and Dr. G. S. Phillips, of 
Gwaun-cae-Curwen. The tests were ex- 
cellently staged; that for the team 
work represented a colliery explosion, 
and both ‘‘ patients ’’ and their helpers 
played their parts well. The work of 
the competitors was watched through- 
out the day by large numbers of keen 
spectators, including railway officials 
and ambulance workers from all parts 
of the country. At the subsequent 
presentation of awards, Colonel J. T. 
Woolrych Perowne, Hospitaller of the 
Order of St. John, presided, and was 
supported by Major-General Sir Per- 
cival Wilkinson, Secretary General of 
the Order; Sir Ronald Matthews, Chair- 
man, London & North Eastern Rail- 
way; and chief officers of the railway 
companies. The result of the contest 
was announced by Sir Percival Wilkin- 
son. Camden Goods (L.M.S.R.) team 
won the challenge shield, and Horsham 
(Southern Railway), the runner-up, 


was awarded the Corbet Fletcher Cup. 
The remaining teams were Tyne Dock 
(L.N.E.R.), Moulton (Midland & Great 
Northern Joint), Crewe (L.M.S.R.), 
Pontypool Road (G.W.R.), Waterloo 
(S.R.), Barry (G.W.R.) and Tuxford 
(1. NE :): Prizes were awarded by 
the Order of St. John to all competing 
teams. 

The presentation of trophies and 
prizes was performed by Viscount 
Horne, C.B.E., P.C., Chairman of the 
Great Western Railway, who also pre- 
sented a tablet of commemoration to 
last year’s winner, the Crewe 
(L.M.S.R.) team. Lord Horne compli 
mented the competititors on their good 
work and referred to the invaluable 
help they rendered, not only on the 
railways, but to the outside world, on 
the roads and in other contingencies. 
He also spoke of the extreme value of 
such assistance in the event of national 
emergency. Comments on the work of 
the competing teams were made by the 
adjudicators, who said the standard 
was extremely good. Appreciation 
was expressed of the arrangements for 
the contest, with particular reference 
to the stage setting, by Mr. John Max- 
well, Chairman, Associated British 
Pictures Corporation Limited, Mrs. 
Maxwell, and Mr. Joseph Grossman. 
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Ancillary Businesses of the British Railways, 1938 


V—Canals 


3elow are particulars of the mileage 
of canals owned, jointly owned, and 
leased by the four main line railways : 


various causes tended to 


Company Owned Jointly owned Leased rotal 
I ) 

In. Cc. il. Cc. In. c. m. Cc. 
iff ae ~ aa 209 79 11 210 10 
L.N.E.R. “a “a 202 62* 42 66 245 48 
L.M.S.R. e< a 535 23 11 535 34 
S.R 14 11 : 55 
Potal 948 48 33 $2 66 991 67 
* Includes 2 m. 36 c. leased to Trent Navigation Company, from September 29, 1937. 


Che four companies are thus interested 
in 992 miles of canals, of which 949 miles 
are railway-owned. The capital expen- 
diture involved amounts to £8,062,906 
and except in the case of the Southern 
Railway, it is unfortunately not possible 
to secure any return upon this vast out- 
lay. Last vear witnessed a continuance 
of the dreary record of losses incurred 
on the operation of these waterways, 
details of which are shown in the accom- 


large sums to make good the annual 
deficiency in the earnings of the canal. 
Last year the L.M.S.R. was called upon 
to pay £82,091 in fulfilment of this old 
agreement, compared with /63,851 in 
1937. 

The Southern Railway has a very 
small interest in canals, and is in the 
happy position of being able to make a 
satisfactory profit on the business. Gross 
receipts last year declined by £626 and 





panying table expenditure by £601, leaving a net 
Gross receipts Expenditure Loss 
Company 
1938 1937 1938 1937 1938 1937 
f£ f £ a 4 
G.W.R 13,862 13,688 35,017 33,032 21,155 
L.N.E.R. .. 34,959 36,626 51,456 49,148 16,497 
L.M.S.R 120,926 115,992 149,790 149,763 28,864 
S.R 1,750 2,376 804 1,405 Cr. 946 Cr. 
The G.W.R. secured an increase of profit of 4946 compared with £971 in 
approximately £200 in gross receipts, 1937. 


due to an improvement in the income 
from rents, but expenses rose by £2,000, 
chiefly in respect of maintenance and 
water supply, with the result that the 
net loss was £1,800 greater than in 1937. 
DaDh. keodt. receipts declined by 
£1,700, mainly on tolls; expenditure 
advanced by £2,300, due to increased 
cost of maintenance, and the net 
was {4,000 more than in the previous 
year. The L.M.S.R., which owns 535 
miles of canals, secured an increase of 
£5,000 in gross receipts. Working ex 
penses fell by £8,600, but an amount of 
{4,286 was transferred to renewal ac- 
count compared with a withdrawal of 
{4,372 from the fund in 1937, with the 
result that the total expenditure re- 
mained at approximately the same 
figure as in the previous year. The net 
was thus reduced by £5,000 to 
£28,864. In addition to its large direct 
interest in canals, the L.M.S.R. guaran 
tees a minimum dividend of 4 per cent. 
on the shares of the Birmingham Canal 
under an agreement entered into be- 
tween the London & Birmingham Rail- 
way and the canal company in 1846 
arising out of the construction of the 
Stour Valley line between Birmingham 
and Wolverhampton. For a period of 
over twenty years the canal continued 
to earn its dividend, but subsequently 
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loss 


loss 


Traffic Statistics 

An appreciable quantity of traffic is 
still conveyed on the British canals, 
details of which are compiled annually 
by the Ministry of Transport. Last year’s 
figures show that the total tonnage 
originating on the canals and waterways 
of Great Britain (including railway- 
owned canals, but excluding the Man- 
chester Ship Canal) amounted to 
12,951,746, compared with 14,358,320 in 
1937, and 14,236,036 in 1936. The pre- 
vailing depression in trade, which 
affected all forms of transport, was 
doubtless responsible, in some measure, 
for the decreased carrvings. 

The tonnage conveyed by the railway- 
owned canals amounted to 1,112,076, 
compared with 1,258,043 in 1937, and 
1,345,993 in 1936. The most important 
railway-owned canals, from the traffic 
point of view are the Trent & Mersey 
Canal of the L.M.S.R. (285,870 tons) ; 
the same company’s Shropshire Union 
Canal (214,654 tons) ; the Lydney Har- 
bour & Canal, belonging to the L.M.S. 
and G.W. Joint Committee (196,723 
tons); the little Kensington Canal, 
owned jointly by the G.W.R., L.M.S.R., 
and S.R. (168,519 tons); and the 
L.M.S.R. Company’s Forth & Clyde 
Canal (109,687 tons). With the excep- 
tion of the Lydney Harbour & Canal, 


affect its 
prosperity, with the result that since 
1873 the railway has had to contribute 
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which conveyed 12,000 tons more than 
in 1937, all these waterways sustained 
severe losses of traffic. On the other hand 


some of the smaller canals owned by 
the L.M.S.R. showed increased carry- 
ings, namely, the Ashby, Cromford, 
Huddersfield, and Lancaster North 
End) canals. The Witham Canal of the 
L.N.E.R. also showed a slight increase 
Traffic on some of the railway- d 
canals has practically disappeared ly 
44 tons were conveyed over the 

mouth, Brecon & Abergavenny Canal 


of the G.W.R. and even less over the 
same company’s Stratford-on-Avon 
Canal. Traffic conveyed over the Bir 
mingham Canal (in respect of whi : 
previously stated, the L.M.S.R. guar 
tees a minimum dividend of 4 per c 
amounted to 2,034,206 tons, a decrea 
of 412,834 tons compared with 1937 

An analysis of the traffics conveyed 
over the railway-owned canals shows 
that coal, coke, patent fuel, and p 
accounted for over 40 per cent. of the 
total tonnage, 453,120 tons of this traffic 
having. been conveyed last year. ‘The 
other principal traffics conveyed were 
agricultural produce and_ foodstufis 
(170,857 tons), liquids in bulk (168,883 
tons), and building materials, other than 
wood (120,689 tons). 


Canal Closures 

Last year the Southern Railway d« 
cided to fill up the greater part of the 
Gravesend & Higham Canal, which it 
obtained power to close, with the excep 
tion of the Gravesend canal basin, by 
its Act of 1934. This course was decided 
upon in order to avoid the renewal ot 
the camp-sheeting which would othe 
wise have been necessary. Parliamentary 
authority was secured by the L.M.S.R. 
in 1938 for the discontinuance of a small 
portion of the Newcastle-under-Lym« 
Canal which became unnecessary {fo1 
navigation, and a Bill which is being 
promoted by the company this year in 
cludes provisions for the discontinuance 
of a part of the Lancaster Canal, which 
is also unnecessary for navigation and 
the site of which can be sold. 








Forthcoming Events 


June 3 (Sat.).—Permanent Way Institution 
(Manchester-Liverpool), at C.I.C. Station, 
Lord Street, Southport, 3 p.m. ‘‘ Three 
Reinforced Concrete Bridges,’’ by Mr. W 
Beatty. 

June 8 (Thurs.).—Railway Club, at Royal Scot- 
tish Corporation Hall, Fetter Lane, London, 
E.C.4, 7.30 p.m. “ Traffic Control Sys 
tems,’”’ by Mr. C. Anderson. 

June 8-14.—Stephenson Locomotive Society 
(London). Summer Tour, Eire and North 
Wales. 

June 14 (Wed.).— Institution of Civil Engineers. 
Annual Conversazione. 

June 14-17.—Institute of Transport, at South 
ampton. Annual Congress. 

June 30 (Fri.).—East Indian Railway Officers, 
at Trocadero Restaurant, Piccadilly Circus, 
London, W.1, 6.30 for 7 p.m. Annual 
Dinner. 

July 4 (7 ues.).—Institution of Electrical Engi 
neers, at Natural History Museum, South 
Kensingtén,; London, $.W.7. Annual Con 
versazione. 

July 6-8.—Institution of Civil Engineers, at 
Birmingham. Summer Meeting. _—_—_ 
July 8 (Sat.).—Stephenson Locomotive Society 
(Midlands-Northern). Visit to Industrial 

Railways, County Durham. 





XUM 





XUM 


June 2, 1939 


THE RAILWAY GAZETTE 


NOTES AND NEWS 


Paris Train Collision.—Two subur- 
ban trains came into collision late on the 
night of May 28 at the entrance to the 
Me ntparnasse station. One passenger 

killed and 20 injured. 


Station, G.W.R., to be 


Owing to the extensive recon- 


Mutley 
Closed. 


struction of Plymouth North Road 
station, the G.W.R. announces that 
Mutley station, which almost adjoins it, 
will be closed from the night of Sunday, 


July 2, and all traffic will be concen- 
trated at North Road station in future. 


Derailment in Malaya.—In_ the 
early morning of Monday last, May 28, 


the Kuala Lumpur—Singapore night 
express was derailed about 150 miles 
north of Singapore. The locomotive 
plunged down a 25-ft. embankment 


and the Eurasian driver was killed. 
Some 300 passengers are also stated 
to have been injured, but none seriously. 
rhe cause of the derailment is believed 
to have been sabotage. 


New L.N.E.R. Colour-Light Sig- 
nalling Installation.—On April 30 
and on May 7, the L.N.E.R. brought 
into service colour-light signalling on 
the 53-mile Eryholme—Darlington North 
section of the East Coast main line. 
the installation, comprising 3} miles 
f automatic signalling, four new power 
interlocking or lever mechanical frames, 
and several ground frames, was in 
service by 7 p.m. on May 7. 





Resumption of Work on Vosges 
Tunnel.—A survey of the work already 
done upon the Vosges tunnel between 
St. Maurice and Wetterling, carried out 
by the Eastern Region of the French 
National Railways, shows that of the 
8 km. of tunnelling to complete the 
work, 4 km. have already been drilled 
and 1} km. lined. The state of the work 
so far completed has been found to be 
quite satisfactory, and the administra- 
tion is preparing a new contract for 
resumption of work, which is expected 
to take place towards the end of the 
summer, according to a Reuters message 
dated May 26. 


Imperial Airways New Head- 
quarters.—The new headquarters and 
terminal building of Imperial Airways 
in Buckingham Palace Road will be 
opened for the use of passengers on 
June 5. Empire passengers will leave 
for Southampton by special train from 
the company’s private station at the 
rear of the premises. Passengers on the 
Kuropean routes will be conveyed to 
and from Croydon by motorcoaches. 
lhe new building will also be the 
London terminus for a number of other 
European air lines and freight will be 
handled. 


Horse-drawn Vehicles Banned in 
Paris.—Horse-drawn vehicles, heavy 
lorries, and handcarts were banned from 
the centre of Paris between 2 p.m. and 
7 p.m. from May 25, by order of the 
Prefect of Police. The area concerned 


is bounded by the Place de la Concorde, 
the Rue du Faubourg Montmartre, and 
the Quai des Tuileries, and covers in 
addition other streets in which traffic 
is particularly heavy, such as the boule- 
vards, the Rue du Faubourg Saint- 
Honoré, the Rue de Passy, the Rue de 
Rivoli, the Boulevard Saint-Germain, 
and the Boulevard Saint-Michel. 


Derailment on L.N.E.R. near Ely. 

-The 11.2 a.m. train from Iiunstanton 
to Ely and London was derailed yester- 
day (Thursday) at Hilgay, after 
colliding with a lorry at a crossing. It 
was stated by the L.N.E.R. at the time 
of closing for press that six persons had 
been killed and sixteen injured had 
been removed to hospital. 


L.N.E.R. Train Control in Scot- 
land.—In connection with improve- 
ments to the train control system in the 
Western District, Scottish Area, the 
L.N.E.R. has arranged to transfer the 
Coatbridge control office to Queen 
Street station, Glasgow. The change 
will admit of the whole installation 
being modernised and brought up to 
date. The Coatbridge control was 
established in 1914. 


Canadian National Earnings. — 
The April, 1939, gross earnings of the 
Canadian National Railways were 
$14,452,302, an increase of $527,647 in 
comparison with April, 1938. Operating 
expenses amounted to $14,128,719, with 
a decrease of $495,068, resulting in net 
earnings of $323,583, which are an 
improvement of $1,022,715 on April, 
1938. Aggregate gross earnings for the 
first four months of 1939 amounted to 
$55,649,743, an increase of $502,106 in 
comparison with the first four months 
of 1938, and the deficit on working was 
$1,966,355, or $2,464,431 lower. 


Canadian Pacific Earnings.—Gross 
earnings of the Canadian Pacific Rail- 
way for the month of April, 1939, 
amounted to $10,114,000, a decrease of 
$299,000 in comparison with April, 
1938. Working expenses were $9,201,000, 
or $713,000 lower, leaving net earnings 
$414,000 higher at $913,000. For the 
first four months of 1939 gross earnings 
were $39,460,000, a decrease’ of 
$1,120,000 in comparison with the first 
four months of 1938, but the net earn- 
ings of $2,381,000 showed an advance of 
$633,000. 


Pickfords Road Fleet.—<A dinner 
was held at Grosvenor House, Park 
Lane, on May 31, to mark the delivery 
to Pickfords Limited of the 1,500th 
Bedford vehicle by Vauxhall Motors 
Limited. The vehicles represented about 
£300,000 worth of goods, delivered at 
the rate of five vehicles a week over the 
past six years, it was announced by Mr, 
Charles J. Bartlett, Managing Director, 
Vauxhall Motors Limited. Mr. A. F. 
Palmer-Philips, Director of Sales, Vaux- 
hall Motors Limited, thought that per- 
haps Pickfords had helped the railways 
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to cast off their encumbering shackles* 
Mr. Henry Mansbridge, Director, Pick- 
fords Limited, and Mr. Howard Foulds, 
Secretary, Callender’s Cable & Construc- 
tion Co. Ltd., were also present and 
spoke. 


Closing of Mow Cop & Scholars 
Green Goods and Mineral Depot.— 
The L.M.S.R. announces the closing 
from June | for all classes of traffic of 
Mow Cop & Scholars Green goods and 
mineral depot. Alternative accommo- 
dation for coal and other classes of 
merchandise will be available at Hare- 
castle. 


Tyne Kearney Tube Proposal.— 
The proposal, reported in our April 28 
issue, to construct a Kearney electric 
tube railway under the Tyne to link up 
South Shields and North Shields will be 
the subject of a Ministry of Transport 
inquiry at South Shields on June 6. 
The scheme will be opposed by the 
South Shields Corporation on the ground 
that no provision is to be made for 
vehicular traffic. Tynemouth Corpora- 
tion will not object to the proposal 
providing certain safeguards are given. 


Cordoba Central Purchase.—The 
Cordoba Central Trust announces that 
the purchase by the Argentine Govern- 
ment of the Cordoba Central Railway 
has now been completed. Notice will 
be given in due course to holders of 
the company’s 5 per cent. income deben- 
ture stock and consolidated income 
stock when their certificates are to be 
sent in to be exchanged for new “ B”’ 
debenture stock in accordance with the 
provisions of the scheme of arrange- 
ment; this will not be for some six 
weeks yet. 


French Railway Bonds.—Holders 
of 4 per cent. 2-year bonds of 1937 of 
the French National Railways, which 
bonds are expressed in Swiss francs and 
U.S. dollars and are due for redemption 
on October 15, 1939, are offered the 
opportunity up to June 7, 1939, of con- 
verting into a new 3} per cent. French 
Government 6-year loan which will be 
expressed in Dutch florins, Swiss francs, 
and U.S. dollars in a fixed relation to 
one another. Particulars are obtainable 
from the Swiss Bank Corporation, 99, 
Gresham Street, E.C.2, and llc, Regent 
Street, S.W.1. 


* On Time’’ at Whitsun.—On 
account of heavy Whitsun holiday 
traffic to Lancashire resorts last week- 
end, the Aberdeen and Edinburgh 
section of the up Royal Scot express, 
L.M.S.R. lost 10 min. by signal delays 
between Wigan and Crewe. This train 
is booked to cover the 299-2 miles 
from Carlisle to Euston in 299 min., 
and the effect of these delays was to 
leave the driver only 140} min. to run 
the 158-1 miles from Crewe to Euston. 
Despite the fact that the load, 339 tons 
tare, was two coaches above normal, 
and also that a further slight signal 
check took place between Whitmore 
and Stafford, the train was on time 
again by Tring. The feat of the engine, 
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No. 6132 of the ‘‘ Roval Scot ’’ class, South African communications, giving British and Irish Railway 
in covering the 101-9 miles’ from direct access’ from Salisbury, capital of Stocks and Shares 
Stafiord to Tring at an average speed Southern Rhodesia, to Northern Rho- F 
of 73 m.p.h. was a remarkably fine desia. One of its spans is 1,050 ft. long, ' 
performance, but no finer than that of the largest, it is believed, outside i a ‘ 
7 a 
the operating authorities in providing \merica. At the opening ceremony, ; 22 o 2 
an absolutely clear road The arrival Lord Davidson represented Dorman Stocks 0D 2D May 
. ‘ - . a , 21 
at Euston was strictly punctual Long & Co. Ltd., builders of the bridge. " in ole 
Tariff for Paris Porters.—Since \lso present were Mr. G. M. Huggins, 
.- . = f Tr Slz = 3 
June 1 a fixed scale of charges for the Prime Minister of Southern —_e la, G.W.R. ; 

Cir . a - sir -e . . . 35 953 3654 4 
services of porters has been in force at Sir John Chancellor, Sir Alfred L eit, Cons. Ord. oe ana 74 4 = a ‘ 
the Pari | The fir M.P., and Mr. R. H. Henderson, South 5% Con. Prefce.... a ioe Be 
the aris Traliway termini. Phe first : 5° Red. Pref.(1950) 11134 90) 95 

* = ( Or “/0 . — 
piece of luggage carried costs 4d., and \frican Minister without portfolio. 4%, Deb. ... colt ae 9712 100 
other pieces 3d it no porter : —— . ii as ’ 43% Deb.... ---[L12516 [10012 102 r 
ler piece , d., but 1 Ageing Mens Rating of Camping Coaches. “ie Deb 11812 104 (104: 
The” 2 re than four articles at a time Phe Prestatyn Urban Council has raised 5% Deb. ... (13119 {119 {1141 
"Wd. b sO1 grag pine begins the question with several authorities = Sig ogee “ Bt Ba a 
at 5 oO SX after the firs : 5% Rt. Charge ...|12§ 21 + 
— 7 ' “A y iter the frst whether railway sidings accommodating <6? sod a 1281 103 1071. 
piece rters hi » to present ‘ts / : ee OK 1S. AE. 22/5 aOC2 : 
piece ortel lave » pre “r ticket camping coaches are liable for separate . 
i ‘turn for pa ‘nts received > Pp 
in return for payments receives rating assessment It has now been L.M.S.R. ; ” 
P ° » P . 301. > 
Otto Beit Bridge Over the Zam- decided to refer the question to the ag foe. (1923) et 23 = 
i ; | 4 Prefce. (192° 2: s } 
besi Opened.—The Otto Beit suspen Urban District Councils’ Association, 40? prefce 821, | 4354 | 621 
, : : , 10 JP Es Pee ie , 
sion bridge over the Zambesi River at on the grounds that when such facilities 5% Red.Pref.(1955)|10312 | 66 81 + 
Chirundu—a gift of the Beit Railway are not subject to direct rating, they Heng sa il + Pon ioe +1 
. : : : >} s . ve . : - ssindatin aliens . 53% Red. Deb.(1952 4 re) dle 
lrust to the people of Southern Rhodesia compete unfairly with ratepayers at 4°) Guar. 10234 | 7712 | 8722 
was opened on May 24, by Lady Beit, resorts who are more or less dependent 
widow of the late Sir Otto Beit rhe for their livelihood upon catering for . 
bridge represents an important link in Visitors L.N.E.R. ‘ : 
ig | C Impo I k l oO 5% Pref. Ord. ok 8916 31g 5 = 
ieee aes Def. Ord. ... w--| 4716 2116 3 + 
4% First Prefce. 6814 21 37 T¢ 
4% Second Prefce.| 2714 8 14 
°,° + fa kL > EO R ) 55 7 521 
British and Irish Traffic Returns 5°Red.Pref.(1955) 97 | 4014 521 
4% First Guar. ...| 9712 | 6614 7712 (42 
4% Second Guar. 9114 52 O12 te 
2Zist Wee lotals to Date 3% Deb. ... r++) 7914 60 G9! P 
4% Deb. ... .- 1041g 9 77 8912 +1 
GREAT BRITAIN . 5% Red.Deb.(1947)| 11053 97 1031o 
109 : , ; 4$° Sinking Fund |10811)6 101 100 
1939 O38 } or Ds 1939 1938 Inc. or Dec oO 5 
; ; : Sr Red. Deb. 
M.S.R. (6,830 } f f f / f SOUTHERN 
Passenger-train tra fti 667.000 $69 000 198 000 9 OSS 000 9 074,000 14,000 Pref. Ord 87 4778 76 +6 
Merchandise, & iS1.000 $55,000 26,000 9 658.000 10,010,000 352.000 Def. Ord. | 2134 Oly I8lo 4 
Coal and coke 245,000 224,000 21,000 5,951,000 5,730,000 221,000 5% Pref. ... J L15 83 991 +5 
Goods-train tra tt 726.000 679.000 $7,000 | 15,609,000 | 15.740.000 131,000 5°, Red. Pref.(1964)/11512 | 98 9912 
otal receipt 1.393.000 | 1.148.000 245.000 | 24.697.000 | 24.814.000 117,000 5° Guar Prefce. |12819 |106 110 +1 
5% ar. . |12812 
; 5% Red.Guar. Pref.) 116 1O91g {10912 +1 
L.N.E.R. (6,320 | (1957) 
Passenger-train traft 380-000 302 O00 78.000 5,909 000 5,922 000 13,000 4° Deb. .. ... LOGI, 95 99 +1, 
Merchandise, &« $33, 000 315,000 18.000 6,660,000 7.061 000 401 000 5 ” Deb 129 117 114 
; 5% ter oocthe 
Coal and coke 232 000 215,000 17.000 5,460,000 5,356,000 104.000 40° Red. Deb. |107 10112 (1011. 
(,00ds-train trath 565 000 530,000 35.000 12,120,000 12,417,000 297,000 1962 67 
lotal receipts 945,000 832,000 113,000 18,029,000 18,339,000 310,000 
G.W.R. (3,737} mils Betrast & C.D. 
Passenger-train tratt "274.000 199,000 75,000 3843 000 3, S03 000 40,000 Ord. oe rat 4 Ble 4 
Merc lise, A¢ 229 OOO 1YL.OOo0 38,000 +, O00 4.064 000 4 56,000 : 
( Ike 116.000 100,000 16.000 2 O00 2 411,000 16,000 
Goods-train tratt $45 000 24T O00 54,000 6.547.000 6,475,000 72,000 FortH BRIDGE 
eipts 619.000 490.000 129 000 10,390,000 10,278,000 112,000 4% Deb 102 991g 9410 
by eee [102 of 
4% Guar. .../1031g | 9419 | 92 
S.R 2,142 l 
Passenger-train traffic $15,000 302,000 113.000 5,996,000 5,898,000 r 98,000 
Merchandise, & 68.000 64.500 3 500 1.245.000 1,281,500 36,500 G. NORTHERN 
( l and ( 28.000 25.500 2 S00 704.000 682,500 21,500 (IRELAND) 
(,00ds-train tratti 96 000 90 000 6,000 1,949,000 1,964,000 15,000 Ord eee} 51o 2lo 3lo 
lotal receipts 511.000 392, 000 119.000 7.945.000 7,862,000 83,000 
Iverpool Overhead 1.944 1.340 G04 28 360 °7 986 374 G. SOUTHERN 
_ (Og mis : (IRELAND) 
Mersev (44 mls 1.538 $088 $50) 94,152 92,050 | 4 2,102 Ord. 2519 812 8 be 
"London Passenger Prefce. 35 13 12 
lransport Board 602.400 S81.000 21.400 27,340,700 27,035,900 304, 800 Guar. 7014 301339 94 2 
Deb. 83 56 44 3 
IRELAND 
elfast & C.D pas 2.172 2.054 118 39,094 38,685 409 
80 mil L.P.T.B 
( $72 $58 86 9.008 9 171 163 44% “a” ... 11958 10712 10919* +2 
t 2 544 2.512 32 $8,102 $7,856 246 5% “A” (130 117 |L1642* | +1 
43%, “TPA.” ..jA108 98 10312 _— 
Great Northern pass 10, 100 9.650 $50) 185,350 181,250 4,100 so, B” wos 12213, 105 11219* |4+2 
o43 mis “Ee ses ... 84 68 8212 +11 
; : rood 10,300 8,950 1,350 210,550 ISL,S800 | 4 2 
tota 20,400 18,600 1 S00 395,900 363,050 
: * MERSEY 
Great Souther pass $2,947 32,616 331 628,466 631,749 3,283 Ord. ae ove) 241g 161, | 23 —3 
2,076 mis 4% Perp. Deb. ...\1027g | 9434 | 91 - 
; rood 39,936 37.765 2,171 $57,318 839,332 |-+ 17,986 3% Perp. Deb. ...| 77 69 6612 
total 72,883 70,381 2,502 1,485,784 1,471,081 14,703 3% Perp. Prefce. 6612 57 5212 +1 
Sth Week (before poolins Whitsuntide Bookings, 1939 * ex dividend 
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Crown Agents for the Colonies 
OLONIAL GOVERNMENT APPOINTMENTS 


PPLICATIONS from qualified candidates 
A re invited for the following post : 
ASSISTANT ENGINEER 
red by the Gold Coast Government Rail- 
r two tours of 12 to 24 months with 
pos e permanency. Salary £475 a year for 
vears then £500-—-£25—£2600—£30-—-£840 a 
and then, subject to promotion to a 
y, by annual increments of £40 to £1,000 
‘ Free passages and quarters and liberal 
on full salary. Candidates, aged 25-35, 
e Corporate Members of the Institution 
| Engineers or possess an engineering 
recognised as granting exemption from 
sections A and B of the A.M.I.C.E. examina- 
t ind must have had practical experience 
British Railway. Preference will be given 
ndidates who have had, in addition to the 
qualifications, practical experience in 
ir maintenance. 
ply at once by letter, stating age, whether 
rried or single, and full particulars of quali- 
tions and experience, and mentioning this 
Dp to the Crown Agents for the Colonies, 
Millbank, London, 8.W.1, quoting M/8299. 


Central Argentine Railway Limited 


NOTICE IS HEREBY GIVEN that the 
fer Books of the 4 per cent. Debenture 
St and the 34 per cent. Central Debenture 
Stock of the Company will be closed from the 
th to the 20th June, both days inclusive, for 
preparation of Warrants for interest for 
half-year ending 30th June, 1939. 
RONALD LESLIE, 
London Manager & Secretary 
Coleman Street, 
London, E.C.2. 
t May, 1939. 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


Canadian National Railway Company 


WeLLincron Grey & Bruck RatLway Company, 
7 PER CENT. Bonpbs. 


4’ the semi-annual ballot for May, 1939, the 
i following Wellington Grey & Bruce Rail- 
way Company 7 per cent. Bonds were drawn 
and will be paid at par at the offices of the 
Canadian National Railway Company in Mon- 
treal, Canada, or at Orient House, 42/5, New 
Bread Street, London, E.C.2, England, on the 
Ist July next, that is to say, Bonds numbered : 
4. 143. 200. 576. 750. 1165. 1254. 1315. 1536. 182 
2193. 2287. 2345. 2373. 2420. 2429. 3 
2654. 2731. 2763, 2854. 2974. 3019. 
3287. 3313. 3416. 3497. 3525. 3731. 
3940. 4251. 4254. 4358. 4408. 4476. 4542. 

4618. 4672. 4902. 4953. 4995. 5035. 

In all £5,200 sterling. 

Holders of these Bonds will take notice that 

the interest will cease after Ist July next 

A. H. CONEYBEARE 

European Secretary and 

Treasurer. 








London 
Ist June, 1939 


Canadian National Railway Company 
Wellington Grey & Bruce Railway Company 
7 per cent. Bonds 


NOTICE IS HEREBY GIVEN that the esti- 
mated earnings of the Wellington Grey «& 
Bruce Railway Company for the half-year 
ending 30th June, 1939, applicable to meet 
interest on the above Bonds, will admit of the 
payment of £3 19s. 3d. per £100 Bond, and 
that this payment will be applied as follows, 
viz 

£1 Is. 2d. in final discharge of Coupon No 
114 due ist July, 1927; and £2°18s. ld. on 
account of Coupon No. 115 due Ist January 


923 


1928, and will be made on and after Ist July 
next at the offices of the Canadian National 
Railway Company, Orient House, 42/5, New 
Broad Street, London, E.C.2, England. 

The coupons must be left three clear days 


for examination. 
A. H. CONEYBEARE, 
Eurepean Secretary & Treasurer. 
London, Ist June, 1939. 


London and North Eastern Railway 


oe E IS HEREBY GIVEN that, for 
pS the purpose of preparing the warrants 
for Interest on the Company's 3 per cent. and 
4 ver cent. Debenture Stocks and 44 per cent. 
Sinking Fund Debenture Stock for the half- 
year ending 30th June, 1939, the balances will 
be struck as at the close of business on 
12th June, and Interest will be payable only to 
those Stockholders whose names are registered 
on that date. 

Transfers of the above-mentioned Stocks 
should, therefore, be lodged with the Registrar 
of the Company at Hamilton Buildings, 
Liverpool Street Station, London, E.C.2, before 
5.0 p.m. on 12th June. 

By Order, 
P. J. DOWSETT, 
Secretary 
Marylebone Station, 
London, N.W.1. 
2nd June, 1939. 


( FFICIAL ADVERTISEMENTS intended for 

insertion on this page should be sent in 
as early in the week as possible. The latest 
time for receiving official advertisements for 
this page for the current week’s issue is noon 
on Thursday. All advertisements should be 
addressed to :—The Railway Gazette, 33, Tothill 
Street, Westminster, London, 8.W.1. 








CONTRACTS 


Pullman Cars Order 

he Birmingham Railway Carriage & 
Wagon Co. Ltd. has received an order 
m the Pullman Car Co. Ltd. for 
en Pullman cars for service on the 
N.E.LR. 

Tank Wagons for Egypt 
les <Ateliers Metallurgiques, 5.A., 
received an order from the Egyptian 
Railwavs Administration for 40 
petrol tank wagons. 


i; 


State 


Che Egyptian State Railways Admin- 
tration has recently placed the follow- 
g orders : 
Colvilles Limited : 
E.S.R. 1.502, total price 


Mild steel billets (Ref. 
£295 5s. f.o.b. 
isZow), 
Ruhrstahl A.G Axles (Ref. No. E.S.R. 
21.991, total price £213, f.o.b. North Sea port). 
bretts Patent Lifter Company: Drop ham 
Ref. No. E.S.R. 313G8/207, item No. 1, 
| price £1,127, delivered f.o.b. London). 
lactite & British Uralite Limited: Metal 
ts (Ref. No. E.S.R. 45.254, total cost 
597 Gs. 8d., delivery f.o.b.). 
Frederick Smith: 215 tons 
pper line wire (Ref. No. E.S.R. 330G8/111, 
| price £11,372 12s. 1d., f.o.b. Liverpool) 
Metal Traders Limited : Copper ingots (Ref. 
E.S.R. 306G3/11, total cost £3,589 8s, 9d., 
very f.o.b. New York). 
ID. Wickham & Co. Ltd. has received 
order from the Buenos Ayres Great 
uthern Railway for 25 petrol-engined 
two-seater Wasp light inspection trol- 
leys. 


hard-drawn 
XN 


9 
) 


The Lamp Manufacturing & Railway 
Supplies Limited has received an order 
ym the Chinese Government Pur 
chasing Commission on behalf of the 
Chinese Ministry of Communications 
1r 240 ratchet track jacks to be supplied 


AND TENDERS 


to the inspection of Messrs. Fox & Mayo 


and for the Szechuen-Yunnen Railway. 


IXeen & Nettlefolds Limited 
has received an order from the Assam 
Bengal Railway \dministration for 
144,500 fishbolts and nuts to be supplied 
to the inspection of Messrs. Rendel, 
Palmer & Tritton. 


Guest 


fenders are invited by the Egyptian 
State Railways Administration, receiv 
able at the General Management, Cairo 
Station, by June 13, for the supply of 


100/450 metric tons of 
750/1,500 metric tons of saddles; and 


50/150 metric tons of fishplates. 


screwspikes ; 


Tenders are invited by the Egyptian 
State Railways Administration, receiv- 
able at the Stores Department, Cairo, 
by June 14, for the supply of two heavy- 
duty lathes, one compound hydraulic 
cold-sawing and drilling machine, and 
one saw-sharpening machine. 


The Egyptian State Railways Admin- 
istration’s adjudication on tenders for 
the supply of 15-ton flat wagons (Ref. 
No. E.S.R. 1.14/86) has been cancelled. 








RAILWAY AND 


Bombay, Baroda & Central India 
Railway Company.—tThe directors 
will propose, at the general meeting to 
be held in July next, the payment, in 
addition to the half year’s guaranteed 
interest of 14 per cent., of a final divi 
dend for the financial year ended at 
March 31, 1939, of 14 per cent., making 
a total payment in July next of 3 per 
cent., less income tax. The return on 
the capital stock for the whole vear will 
therefore be 6 per cent., less income 
tax, the same as for the previous 
year. 

Rhodesia Railways Trust Limited. 

The report for the year to March 31, 
1939, shows receipt of £100,000 dividend 
on the share capital of Rhodesia Rail- 
ways Limited which the trust holds, 
against nil for the preceding year. Other 
income of the trust included interest, 
dividends, and underwriting commission 


OTHER REPORTS 


£74,887, against £79,103, and profit on 
investments, £1,976, against £3,422. 
Income tax and N.D.C. take £34,843, 
compared with £18,651, and £60,090, 
against nil, is transferred to reserve for 
depreciation of investments and _ for 
contingencies. After allowing for sundry 
expenses the net profit is £77,182, 
against £59,018. The dividend is un- 
changed at 5 per cent., tax free, and the 
amount carried forward is £236,481, 
against £259,587 brought in. ‘ 
Bengal-Nagpur Railway Co. Ltd. 
The board has declared from the 
reserve an interim half-yearly dividend 
in respect of the year ended March 31, 
1939, at the rate of 5s. per £100 ordinary 
stock, payable on July 1, 1939, making, 
together with the guaranteed interest 
of £1 15s. per £100 ordinary stock then 
due, a distribution of £2 per £100 
ordinary stock, less income tax. 
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Railway Share Market 
Ihe general trend in the stock and now show aggregate increases. There is to 36} aided by the hope that 
share markets has again been cheerful in now widespread confidence that the half- cent. dividend may be in prosp: the 
the absence of adverse developments in vearly statements of the main-line rail- directors decide to make a furtl 
the international situation, although ways will indicate that net receipts com- drawal from reserves, although th ' 
markets are not generally expected to pare satisfactorily with those for the first is not generally anticipate: 
become active until there are definite half of 1938. Southern preferred and Western 5 per cent. guaranteed . 
grounds for expecting an early reduction deferred have risen to 76 and 18} re- higher at 1074, and other gu 
of tension in European political affairs. spectively, under the influence of the stocks reflected the upward 
Hopes that the improving tendency in in- decision as to higher fares, while Lon- values, including L.N.E.R 
ternal trade conditions will be accelerated don Transport ‘‘ C,’’ which it is generally guaranteed, which at 68 would, h« 
in the second half of the year are in- assumed is likely to receive a dividend of still appear to give an unduly iS 
fluencing sentiment, and, bearing in mind 54 per cent. for 1939-40, has moved up vield. L.N.E.R. first preference 
the sharp advance in prices in almost all to 81}. The prevailing view is that in up to and the second prefer is 
sections of the Stock Exchange, the respect of the financial year ending this 14. L.M.S.R. ordinary changed Is 
volume of profit-taking this week has month the dividend on the ‘‘C’’ stock up to 163, and the 4 per cent rst 
been extremely small will probably be made up to 4 per cent. preference was 62, at which th 
Home railway stocks benefited from the on which basis the yield at the current would seem to be attractive. Th 
general trend and recorded some sub price is quite satisfactory, although cent. 1923 preference stock is 
stantial gains on balance, aided by the Southern preferred, which is expected to around 45. 
good impression created by the ‘‘ Square receive its full 5 per cent. for the current Although business in foreign r 
Deal report and by the decision in year, would appear to be somewhat securities remained comparatively qu 
favour of higher fares in the London undervalued in comparison The market movements in ordinary and_preferen 
irea The past week’s receipts, which is, in fact, talking of the possibility of a stocks and debentures of the 9 
reflect holiday traffic and compare with fractional payment on Southern deferred Argentine companies were in fav 
. normal week last year, were in accord stock in respect of 1939, assuming that holders. Canadian Pacific shows 
ince with most market estimates, and traffics continue to show a satisfactory steady tendency at close at 4} 
there was general satisfaction that both trend in the latter part of the year. preference rose to 28}, aided by the 
the Great Western and Southern receipts Great Western ordinary has moved up factory net return for April 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
p 
Traffics for Week 2 Aggregate Traffics to Date Prices 
e Miles Week = Shares 
Railways open End ~ Totals hs 
1938-39 ee Total Inc. or De = st Increase 01 Stock z a 
Pn Teese compared P ona 3 j 
saat iia with 1988 .% This Year Last Year 7 a = 4 
4 4 4 + b 
Antofagasta (Chili) & Bolivia 834 11,060 - 7,430 21 280,790 364,030 — 83,240 | Ord. Stk. 14 714 7 
Argentine North Eastern 75 10,589 149 48 466,561 437,071 + 29,490 Pe 6lg 2 31 Ni 
Argentine Transandine -- _— _ — _— _ _ A. Deb. 82 75 7019 1 
Bolivar 174 3,650 _ 50 17 15,600 — 250 6p.c. Deb 8 7 7 Ni 
Brazil oe es ; . _ ~ _ -_ — Bonds, 10 4 6 8516 
Buenos Ayres & Pacific .. 2,801 88,834 + 3,598 48 ‘ 7.070 | Ord. Stk. 61g 314 419 | 3 
Buenos Ayres Central : 190 $111,000 $13,100 46 — $672,400 Mt. Deb. 15lg 8 14 | 
guenos Ayres Gt. Southern 5,082 130,769 - 248 48 — 262,839 Ord. Stk. 17546 Blo 10 Nil 
«= | Buenos Avres Western 1,930 50,248 + 9.305 48 58,002 1234 5 71 \ 
Central Argentine .. . 3,700 130,695 + 37,646 48 a $7,591 a 1314 53,4 81 Nil 
Do. .. oe - — _ = ~— _ Did. 6 219 3lp | N 
Cent. Uruguay of M. Video 972 21,016 177 47 868,124 + 6,950 | Ord. Stk. 3 114 1 N 
“ | Cordoba Central... 1,218 — = _— _ Ord. Inc. 334 3 Qlo | Ni 
Costa Rica 188 Mar., 1939 23,469 | — 12,546 | 39 200,680 - 32,658 Stk 28 221 23 8 
| Dorada 70 April 1939 11,900 — 17 52,300 — 8,600 | 1 Mt. Db 10514 104 103lg 534 
‘ Entre Rios .. ‘a 810 27.5.39 16,911 2.346 48 745,666 + 62,679 Ord. Stk. 714 31g 5 Ni 
a Great Western of Brazil 1,092 27.5.39 6,000 + 1,000 21 206,100 + 47,900 Ord. Sh. 3/ 1/- 14 Nil 
*% | International of Cl. Amer 794 April 1939 $534,509 + $10,645 17 $2,284,653 $2,056,785 + $227,868 f oni pa ~~ 
= | Interoceanic of Mexico - _ — — — _ _ _ Ist Pref. 6d. 6d. lo Nil 
=] La Guaira & Caracas 222 April 1939 5,880 + 825 i8 21,700 19,730 1,970 Stk. 8 612 719 Nil 
j Leopoldina .. a 1,918 27.5.39 14,815 894 21 $°0,897 388,216 + 12,681 | Ord. Stk. 4 1 134 Ni 
Mexican P Ke 183 21.5.39 $343,300 $16,100 20 $6,397,600 ¢ - $176,300 lq lig lg Ni 
| Midland of Uruguay 319 April 1939 6,786 -- 3,078 +4 89,596 96,167 oe 6,571 72 1> lp Nil 
| Nitrate a 386 15.5.39 5,199 = 697 19 48,670 69.025 — 20,355 Ord. Sh. 52/9 1936 15p 71ly¢ 
| Paraguay Central 274 27.5.39 $3,374,000 — $1,655,000 48 $147,762,000 $153,553,000 —$5,791,000 | Pr. Li. Stk 60 551g 471p 1258 
Peruvian Corporation 1,059 April 1939 61,485 _ 8,623 44 670,650 810.864 oo 140,214 Pref 534 134 2 Nj 
| Salvador 100 20.5.39 ¢17.550 + 44,600 47 89 ¢930,325 + 440,464 | Pr. Li. Db 23 20 191p Nil 
| San Paulo 153} 21.5.39 35,612 275 | 20 642,126 — Ord. Stk 64 28 2619 | 7946 
| Taltal a 160 April 1939 1695 — 1,335 44 34.985 | — Ord. Sh. 1316 lp Ip 10 
| United of Havana .. 1,353 27.5.39 19,589 753 48 1,185,873 | — Ord, Stk. 33, lo 11g | Nil 
| Uruguay Northern 73 April 1939 715 | — 291 44 9,484 + Deb. Stk. 2 1 2 Nil 
= (Canadian National .. .-| 23,762 21.5.39 782,657 137,623 | 20 13,392,573 12,938,809 $53,764 — _ —_— — — 
s f Canadian Northern , — — — — —_ _ — 4p.c Perp. Dbs.| 72 60 69 51546 
& Grand Trun ss - — a — — — —— — 4 p.c. Gar 104 90 9719§ | 41 
) | Canadian Pacific 17,171 21.5.39 566,200 89,600 20 9,501,600 9,542,400 - 40,800 | Ord. Stk. 8716 414 4lo N 
Assam Bengal ee 1,329 10.5.39 34,702 | — 6 144,780 146,486 1.706 | Ord. Stk. | 811g 70 72lg | 41 
| Barsi Light .. ‘ce 202 10.5.39 3,315 | — 38 6 13,095 17,662 | — $567 | Ord. Sh. 6012 | 5414 | SOlg | 51546 
| Bengal & North Western 2,108 10.5.39 88,429 | — 3,432 6 323,175 367,865 | — 44,690 | Ord. Stk. 311 278 253 78 
2 | Bengal Dooars & Extension 161 10.5.39 2.389 | — 614. 6 10.864 13,874 | — 3,010 89 83 85 75g 
S ~ Bengal-Nagpur a 3,272 10.5.39 228,450 + 21,583 6 906,750 840.959 65,791 951g 90 901 471 ¢ 
= | Bombay, Baroda & Cl. India 3,085 20.5 39 265.050 an 6.375 7 1.325.325 1,376,400 51,075 1127i¢ 95 10115 51516 
| Madras & Southern Mahratta 2,967 10 5.39 185,700 6 714,900 45,198 108 97 1008 7 
| Rohilkund & Kumaon 571 10.5 39 17,187 > — 6 64,676 2 — 12,246 308 285 270 61ly¢6 
| South Indian me 2,5313 30.4.39 118 440 4 343,816 346,805 | — 2,989 104 101 9719 | Sig 
( Beira-Umtali 204 Mar., 1939 76.658 — 8,175 | 26 476,574 528,588 _ 52.014 — —_ _ — _ 
| Egyptian Delta ; 623 10 5.39 5.193, — 151 6 20,384 21,072 — 688 Prf. Sh. ur) 5/6 lp = Nil 
| Kenya & Uganda ‘ 1,625 April 1939 231,378 — 36,217 17 1,014,313 1,091,480 — 77,167 -— _ —_ _ =_ 
> | Manila a én -- — — — = — —_ —_ B. Deb. 49 41 41 8946 
“ < Midland of W. Australia 277 April 1939 12,911 _ 3,674 | 44 151,664 147,589 + 4,075 | Inc. Deb. 9334 89 9019 4116 
; Nigerian 1,900 15.4.39 31,617 — 2,048 3 62,142 74,295 | — 12,153 — - — — a 
Rhodesia as 2,442} | Mar., 1939 335.532 — 74,962 | 26 2,173,950 2,512,028 | — 338,078 - _ — _ _ 
South Africa.. 13,284 13.5.39 631,974 31,583 7 3,950,762 |» 3,699,957 | + 250 805 — _ _ _ -_ 
Victoria 4,774 Feb., 1939 701,353 a 98,195 | 35 6,217,729 6,441,057 — 223,328 -- _- _ _ - 
Notr.—Yields are based on the approximate current prices and are within a fraction of ly 
+ Receipts are calculated @ Is. 6d. to the rupee § ex dividend 
The variation in Sterling value of the Argentine paper peso has lately beenso great that the method of converting the Sterling weekly receipts at the par rate of exchange 
has proved misleading, the amount being over estimated, The statements are based on the current rates of exchange and not on the par value 
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